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Pack Your @ v 
Product Im 
This Money- 
Saving Way 


If youare now packing your 
product in wooden boxes—if it can 
be packed in reasonably sized boxes— 
we can show you how you can save 20 & Gy. 
to 50 per cent on your packing and ship- 
ping charges. 


Hinde & Dauch 


Corrugated 
Fibre Board Boxes 








are lighter and stronger than wooden boxes—many a 
smash that would demolish a wooden box has no effect 


on an H & D box or its contents. Dirt-proof, damp- 
proof, ‘‘pilfer-proof’’—your cheapest insurance against damage claims. 


Cuts Storage Costs 


H & D boxes fold flat and take but one-tenth the space occupied by wooden 
boxes. ~Consider the saving in rent. Packing costs are cut, too. No tools, 
hammering or nails—just a pot of glue, a brush, a few strokes, and the job 
is done—quickly, conveniently and economically. 


Tell us your product—how big it is—how much it weighs—and how many you pack in a case. We will send without 


charge or obligation, the H & D shipping case best suited for your purposes. 


The Hinde & Dauch Paper Co., Sandusky, O. 


For Canadian Trade, Address Toronto, Canada 
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‘‘How to 
Pack It’’ 


A remarkable book— 
not.a catalog or pam- 
phlet, but a complete 
treatise on the scientific 
low-cost method of 
packing and shipping. 
No matter what your 
produc t—hardware, 
china, millinery, food- 
stuffs, bottled goods, 
clothing, tobacco, 
glassware, or whatnot 
—this book contains 
suggestions for the 
most economical and 
safest method of pack- 
ing and shipping. Sent 
free, postpaid, on re- 
quest. 
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EAD CAREFULLY! 


On and After June 2nd, 1915 
Railroads Will Require That 


you use the following three-line Rubber Stamp on The Uniform Bills of Lading as now printed. 


Qa This Stamp Covers Shipments From ANY Point Of Origin To ANY Destinafion pag 


SECTION 3 IS AMENDED BY SUPPLEMENT TO EITHER 


OFFICIAL OR GOVERNING CLASSIFICATION EFFECTIVE 
JUNE 2, 1915 OR LATER AND REISSUES THEREOF. 





This stamp was prepared by an experienced traffic man and is acceptable to the Railroads as fulfilling the LEGAL 
requirements under the CUMMINS BILL, regarding the limiting of liability, etc. 

All Railroads require the use of this stamp until the New Bills of Lading have been prepared. Any further infor- 
mation can be obtained by writing the General Freight Agent of any Railroad. 


DON’T DELAY!!! 


ORDER TO-DAY!!! 
PRICE 35c, SENT POSTPAID 


AVOID TROUBLE!!! 


SAFFORD STAMP WORKS, 203 W. Madison St., CHICAGO 


PHONE MAIN 2057 


Send for Catalog No. A63 


PHONE MAIN 2058 





| LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS. 


‘ 


The National Industrial Traffic League. 
Object—The object of this league is to 
interchange ideas concerning traffic mat- 
ters, to co-operate with the Interstate 
Commerce Commission, state railroad 
commissions and transportation compa- 
nies in ee and oun. better un- 
derstanding by the public and the state and 
national governments of the needs of the 
. traffic world; to secure proper legislation 
where deemed necessary, and the modifi- 
cation of present laws where considered 
harmful to the free interchange of com- 
merce; with the view to advance fair 
dealing and to promote, conserve and pro- 
e commercial and transportation 
interests. 


Headquarters—Tacoma Bldg., 5 North 
La Salle St., Chicago. 
Officers. 
TE Gy WRI oink val cwedes access President 


Traffic Commissioner, Toledo Com- 
ere Club, Toledo, Ohio. 

SG bs beach eeaeeus Vice-President 
Gummninsioner, Freight and Traffic 
Division, Chamber of Commerce, 
Indianapolis, Ind. 

Oscar F. Bell........ Secretary-Treasurer 
T. M. Crane Co., 836 South Michi- 
gan Ave., Chicago, a 
morta ra one bai gus etki st. Secretary 
h La Salle so Chicago. 
tisk samoaiain and Vehicle Agssocia- 
ion, ; Evans, Freight Trf. Mer., 
American Trust Bldg., Chicago, IIL 
National League of Commission Merchants 
of the United es. John C. Scales, 
, Chicago, IIL; S. French, Busi- 
wee “Manager, 90 west Broadway, New 
ork. 
Northern Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., Minneapolis. 


J. Kea 


Manufacturers’ Association, In charge of 


traffic of industries located at Sterling 
and Rock Falls, Ill. 


5 TO Ren ee President 
Tl, Gk SE. obs weace svete Vice-President 
W. J. Burleigh..... Secretary-Treasurer 
W. HB. Long........-... Traffic Manager 


Sterling, Illinois. 

The Memphis Freight Bureau.. L. R. 
Donelson, Pres. ; 'G. Thomas, Vice- 
Pres.; James S. ’ Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated 
Central Manufacturing District. 
land Ball, Pres.; S. A. Smith, Vice- 
Pres.; W. EB. Cullen, Secy. and Traffic 
Director, Chicago. 


TRAFFIC CLUBS 


The Traffic Club of New York. W. C. 
Hope, Pres.; C. A. Swope, Secy. 

we Traffic Club. Joseph Mills, 

Frank Rochambeau, Secy. 

Traffic "Club of Kansas City, Frank M. 
Cole, Pres.; Alfred A. Wild, Secy. 

Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel BH. Lux, Secy.-Treas. 

The Spokane Transportation Club. Chas. 
= G. Shinkle, Pres.; J. W. MacIntosh, 


Secy. 
The Traffic Club of Chicago. Fred Zim- 
merman, Pres.; W. H. Wharton, Secy. 
~~” Transportation Association of Chicago. 
MacNiven, Pres.; W. G. Johnson, 


industries, 
Knee- 


| Rony 
The Traffic Club of Philadelphia. George 
J. Lincoln, Pres.; Don C. Hunter, Secy. 


The Traffic Club of St, Louls. Oliver H. 
Greene, Pres.; W. S. Crilly, Secy.-Treas. 
The Traffic Club of Pittsburgh. Edward 
F. Lalk, Pres.; D. L. Wells, Secy. 
™ Transportation Club of indianapolis. 
C. Merritt, Pres.; L. E. Stone, Secy. 
The Traffic Club of New England, Boston. 


Sam W. Manning, Pres.; C. A. Ander- 
son, Secy. 

The Transportation Club of Louisville. 
ee S. Gray, Pres.; S. J. McBride, 
ec 


The Sendnarteten Club of Toledo. E. 
D. Ryan, Pres.; H . Fox, Secy. 
The Traffic Club of Baltimore. J. Frank 
Ryley, Pres.; C. C. Kailer, Secy. 
The Traffic Club of-Dallas. ‘H. B. 

ett, s.; P. L. Wills, Secy 
Denver Commercial Traffic ‘Ciub, F. M. 
Andrews, Pres.; R. Flickinger, Secy. 


Washington Traffic Club. D. M. Fisher, 
Pres.; W. B. Peckham, Secy. 

Transportation Club of Buffalo. John J. 
Mossman, Pres.; Henry Adema, Secy. 


The Traffic Club of Newark. F. E.: Stone, 
Pres.; J. J. Kautzmann, Secy. 


The Transportation Club of Seattle. W. 
Lx Lockwood, Pres.; F. C. Nessly, Secy.- 
reas. 


The Transportation Club of Detroit, Mich. 
Charles P. Hackett, Pres.; W. R. Hur- 

~ ley, Secy. 

Transportation Club of San Francisco. 
Thomas Finigan, Pres.; Theo. H. Ja- 
cobs, Secy: 


The Railroad Club of Kansas City, Mo. 
A. A. Poland, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 
Birmingham. W. H. Johnston, Pres.; J. 
W. Bryan, Secy. 

The Traffic Club of a M. 8S. 
Thurber, Pres.; E. O. Fellows, Secy. 
Salt Lake City Transportation Club. 
Julian Bamberger, Pres.; R. E. Row- 

land, Secy. 

Traffic Club of Milwaukee. C. C. Backus, 
Pres.; H. L. Taylor, Secy. 

Transportation Club of Lima, O.: Lloyd P. 
Sherrick, Pres.; D. L. Rupert, Secy.- 
Treas. 

Grand Rapids Traffic Club, Grand Rapids, 
Mich Fred M. Briggs, Pres.; F. J. 


Greentey, Secy. and Treas. 


Transportation Club of Peoria. T. A. 
Grier, Pres.; C. H. Gillig, Secy. 
Traffic > a of Cleveland. D. F. Hurd, 


Pres.; M. W. Doyle, secy. 

Traffic Club of Erie, Pa. C. E. Rhodes, 
Pres.; M. W. Hismann, Secy. 

Los Angeles Traffic Association, Los An- 
geles, Cal. C. A. Thurston, Pres.; H. 
C. Smith, Secy.-Treas, 

Traffic Club of see Fla. H. C. 
Avery, Pres.; R. H. May, Secy.-Treas. 
The oe aoe Club of Fort’ Worth. R. E. 
Pres.; R. R.. Wilson, Secy. 

The Traffic Club Fs the Greater Dayton 
Association. J. W. Cobey, Chairman; 

E. G. Biechler, Secy. 

The Portiand Transportation Club. W. A 
Robbins, Pres.; . O. Roberts, Secy. 
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To The 


TRAFFIC MANAGER 


Who Must Keep 
UP TO THE MINUTE 
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Tariff Filings, Rejections, Suspensions, and the 
Other Most Important Traffic Happenings 


Our Daily Traffic World and Traffic Bulletin 
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Wells Fargo ( Company gave to its’ em- 
ployes the following significant message: 


“The most polite and gentlemanly treatment of all 
customers, however insignificant their business, is in- 
sisted: upon. Proper respect must be shown to all— 
let them be men, women or children, rich or poor, 
white or black, and i must not be forgotten that the 

| company’ we dependent on these same ‘people for “tts 

sineéss.””— 
From a.Circular of Instructions dated 1860. 


Upon this rock the business of Wells Fargo 
(Company has been builded.’ 


2 -2- o 


Today Wells Fargo ©, Company operates over more than 
110,000 miles of rail and water lines and maintains nearly 
10,000 offices.. Efficient service and courteous treatment of 
patrons built up this business, and the self-same —* 
maintain that service today. 7 | 


The services of over 30,000 employes of Wells: Fargo © 
Company are at your disposal whenever you have a package 
to ship or a commission to be executed in some other city. 


Do you want helpful information about some of your 
package transportation problems? The nearest Wells Fargo 
agent is at your service. Telephone him. 


Wells Fargo & Company Express 


Dispatch Efficiency Responsibility 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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CREATIVE TRAFFIC DEVELOPMENT 


There are two ways of increasing traffic. One 
takes its share, and perhaps more, of that which 
already exists. This is usually satisfactory to the 
road that gets it, but leaves the representatives of 
the roads that lose it with a bad taste in their 
mouths. It assists in no way in the development of 
the section where the traffic originates, unless, per- 
haps, by the giving of better service. 

The other way, while not overlooking opportuni- 
ties for successful competition, takes account of the 
possibilities of industrial development of any char- 
acter likely to produce traffic. It searches out un- 
noticed possibilities and lets them be known. Its 
activities may consist in the suggestion of new lines 
of industry, the intensification of former methods, 
or the improvement of old processes. It may be, 
and has been repeatedly, carried to the extent of 
building up a highly advantageous traffic without 
the betrayal of its existence in the loss of business 
to less progressive competitors. _ 

Formerly, particularly in the case of sections of 
the country whose natural resources were unde- 
veloped, new railroad construction played an impor- 
tant part. For various reasons the construction of 
new lines of railroad has come almost to a stand- 
still, As the newer sections become provided with 
transportation facilities, meeting, partially, at least, 
their requirements, the results that may be expected 
to accrue from further new construction become 
more uncertain. There are not now left within the 
United States proper many sections upon which the 
certainty of satisfactory returns from new construc- 
tion investments can be predicated. This method of 
creative traffic development is therefore practically 
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exhausted. Coriditions. over which, investors have 
no control have had something to do with the cre- 
ation of the uncertainty. It nevertheless exists. 


Another method of traffic development has been 
shut off. Much of the success in establishing cer- 
tain lines of industry tributary to certain lines of 
transportation has been due to special inducements 
offered by that line. Sometimes this was in the 
direction of especially favorable rates. Sometimes 
the-inducement took the form of special favors in- 
directly bestowed. Either one was sufficient to de- 
termine the wavering individual or corporation. 
However effective such methods were in the crea- 
tion of an advantageous source of traffic where none 
existed before, they are not now available. Regula- 
tion, however beneficial in many of its effects, has 
to this extent checked activity in the promotion of 
local developments which might have been not only 
beneficial to the localities themselves, but an appre- 
ciable source of revenue to the carriers. It remains, 
then, to make the best of conditions as they exist. 

For many years there have been contentions be- 
tween railroads and shippers on questions of rates. 
It is fair to assume that in some instances these con- 
tentions have been to the detriment of the section 
where the contested rates apply. The contentions 
have checked development. So far as the carriers 
are concerned, such contentions have raised into 
prominence a question of the desirability of further 
construction. They have on occasion suggested dif- 
ficulties in placing the securities upon which further 
improvements were contingent. More than all, 
such obstructions to the peaceful conduct of busi- 
ness have gone far to create a state of apathy on the 
part of those having the final decision as to further 
efforts to promote development, when, indeed, they 
have not aroused a spirit bordering on antagonism. 


On the other hand, the difference of viewpoint 
which leads to contentions as to rates not only ar- 
rests possible increases in production on the part of 
interests already established in the locality affected, 
but it operates to postpone investments in new en- 
terprises. Uncertainty is always antagonistic to 
progress. It may be calamitous in itself. Particu- 
larly is this true with reference to sections in which 
natural resources are least fully developed, but in 
which the possibilities of a future productive traffic 
are for that reason the greater. Capital, in large or 
small amounts,-may take a chance on natural re- 
sources. It frequently will not take the double 
chance when to the first uncertainty is added that 
of uncertain transportation conditions. 

- Railroads have from the beginning played an im- 
portant—perhaps the most important—part in the 
promotion of colonization. They have followed, 











and do follow, so far as legal restrictions permit, 
the policy of promoting the location and success- 
ful growth of industries in the sections so colonized. 
Without neglecting their competitive interests alto- 
gether, competing roads have frequently worked 
hand in hand. The whole work of assisting in the 
creation of traffic is familiar ground to certain de- 
partments. It is one of the most important factors 
in contributing to their own growth and expansion. 
They have cultivated these fields assiduously. It 
needs only that too many tares be not sown in the 
wheat to assure an abundant crop for both the own- 
ers of the fields and the tenants who cultivate them. 

Most prolific and persistent among the weeds in- 
jurious to useful plant life in this field we are con- 
sidering are the constant bickerings over more or 
less insignificant rates of transportation. The weeds 
are not ineradicable. It is perhaps by the toleration 
of a single root that the whole field becomes con- 
taminated. To continue the agricultural simile, if 
each owner of a field would quit nursing and insist- 
ing upon the preservation of his own pet weeds and 
join with his neighbors in their wholesale destruc- 
tion, to the end that,a useful crop might have a 
chance, cultivation would progress to the advantage 
of all, including the cultivator. 

The application of the illustration is simple. It 
means co-operation. The word has been over- 
worked, but the practice has not. The railroads, 
who have been likened to the tenant of a farm on 
shares or rental, cannot produce a crop for, them- 
selves nor for their principal, the public, when their 
whole time is occupied in the removal of obstruc- 
tion to its growth. The useful processes of cultiva- 
tion are necessarily neglected. Co-operation in this 
application means the occasional passing by of 
what seems to be temporarily the securing of a per- 
sonal victory and yielding a little for the promotion 
of the common welfare. This does not mean that 
the tenant shall always be allowed his own way. 
It means that the principals, as represented by ship- 
pers, shall unite in a common policy. It means that 
one of them, by a demand that benefits himself 
alone, shall not be allowed to upset the policy and 
prosperity of a whole section. Shippers, as a rule, 
are in no way dependent on a specific rate. Their 
interests demand simply that a proper relationship 
of rates be established and maintained. Under pres- 
ent systems of regulation there is no other way than 
by co-operation in which the general prosperity of 
a section can be promoted and solidified. The car- 
riers can legitimately assist as influentially as they 
formerly did by methods now characterized as 
illegitimate. They are quite as ready to do so. 
Competition in the creation of traffic is not wiped 
out. 
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The solution of the problem requires, first, a 
little spirit of give and take among shippers them- 
selves and among the railroads themselves and, 
second, a similar spirit between a unanimous body 
of shippers and the railroads that may be concerned. 
This course involves no unwarrantable yielding on 
the part of either party. It means the elimination 
of individual selfishness on behalf of the common 
good. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. OC. 


The Commission May 22, in I. and S. 644, suspended 
advances in Official Classification territory from May 27 
to September 21. The list of tariffs proposing the ad- 
vances makes 5,000 words, printed in the Daily Traffic 
World and in the Weekly Traffic Bulletin. The proposed 
advances are the result of suggestions in the first report 
in the Five Per Cent case to the effect that rates on 
paper are not remunerative. 

May 21, in I. & S. No. 643, the Commission sus- 
pended from May 24 until September 21 items in Sup- 
plements 26 and 28 to Pennsylvania Railroad’s tariff 
AA, I. C. C. No. 582. The suspended items name in- 
creased rates on bituminous coal from mines in the 
Clearfield, Pa., district to Auburn, Olneyville and Provi- 
dence, R. I. The present rate to those points is $2.45 
per gross ton. The proposed rate is $2.70. 


May 24, in I. and S. No. 645, the Commission sus- 
pended from May 25 until September 22 item 2751, page 
7, supplement 34 to Southern Pacific I. C. C. No. 3328. 
The suspended item cancels commodity rates on lumber, 
carloads, from New Castle, Cal., to Winnemucca, Nev., 
and to certain other points in the states of Nevada and 
Utah. This will have the effect of making applicable 
on such traffic class rates which are in all instances 
higher than the present commodity rates. For example, 
the present commodity rate from New Castle to Win- 
nemucca is $4.30 per net ton, the proposed class rate is 
$9.20. 


May 24, in I. and S. No. 646, the Commission sus- 
pended until September 22 the following tariffs which 
were to become effective as indicated: 

Chicago, Rock Island & Pacific—Sup. 8 to I. C. C. 
No. C-9504, effective May 25. 

St. Louis & San Francisco—Sup. 22 to I. C. C. No. 
6225, effective May 25; I. C. C. No. 6776, effective May 
25; Sup. 1 to I. C. C. No. 6776, effective June 24; Sup. 
2 to I. C. C. No. 6776, effective June 1. 


The suspended tariffs increase class and commodity 
rates between points in Arkansas located on the St. Louis 
& San Francisco and the Chicago, Rock Island & Pacific 
on traffic moving via interstate routes. The present and 
proposed class rates from Fort Smith, Ark., to several 
points of destination are as follows: 





RATES IN CENTS PER 100 POUNDS. 


To— OO ae ee a ee a ae ee ee ee 
Mansfield, Ark.— 


WORBOE....o 00-045,00eH00 $82 32 27 23 18 14 15-13 #9 8 7 

Proposes 2... ccc scee 32 40 34 27 20 16 18 14 12 10 §& 
Booneviljle, Ark.— 

EE wa sees veces 52 50 43 36 29 23 25 20 16 13 12 

NEG. 05.066 b00005 52 68 57 46 34 27 31 24 20 17 14 


Danville, Ark.— 


Present ....csecees 84 52 43 35 28. 30 24 19 -16 13 


61 
Proposed ..........-. 84 87 73 58° 44 35 39 30 26 22 17 


— © 
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CURRENT TOPICS IN WASHINGTON 


Boat Lines Report Changed.— 
Amendment of the language of the 
boat. lines report, as ordered by the 
Commission May 25, is viewed as a 
preparation for ‘the tussle in the 
courts that is foreshadowed in the 
report that the carriers that are or- 
dered to divorce their water lines 
have prepared an application for a 
rehearing. The language on page 714 
. of the Commission report, to be taken 
out, is: “If the people are not to enjoy a low charge 
for transportation on their highways, the regularity or 
responsibility of the service is of questionable merit, 
since it seems that the shipping public is paying for it, 
as the rates via water and rail are approximately as high 
as the rates all rail.” The reason assigned for this de- 
letion is “clerical error.” A clerk included words that 
were supposed to have been left out. They did not ap- 
pear to be out of place, so it is fot an ordinary clerical 
error, but a mistake in including something that was in- 
tended to be cast aside. The suspicion is that the law- 
yers for the railroads seized upon the eliminated words 
as one reason for asking the courts to say that the Com- 
mission misunderstands the purpose of the law, since 
Congress, in a section much older than that part of sec- 
tion 5 of the Panama Canal act, gives the Commission 
the power to give the public the benefit of low water 
rates, if they can be ordered without commanding a 
service to be performed at less than the cost. A few 
years ago the Commerce Court, seizing upon words in 
the lemon rate decision, indicated that it lowered the 
rail rate so as to give effect to the customs tariff rate 
which had been increased so as to keep out Sicilian 
lemons. The court said that giving effect to the pro- 
tective customs tariff was no part of the duty of the 
Commission. The latter, instead of going to the Supreme 
Court, struck out the obnoxious words and made a new 
order. 





Dissatisfied with Commission’s Decision.—The com- 
plaining interests in case of the Newport Mining Co. 
against the Chicago & Northwestern and others think 
they have more than ordinary ground for being dissat- 
isfied with the Commission’s decision refusing to break 
up the group to which the iron ore rate applies in the 
northern peninsula of Michigan to Ashland and Escanaba. 
Frank Lyon, in his brief, pointed out that, after elimi- 
nating the tonnage of the Jones & Laughlin and Cleveland- 
Cliffs interests, which control the South Shore road, there 
is a tonnage of eleven million to be divided between the 
Northwestern and the other roads. It is further pointed 
out that of that non-proprietary tonnage, the Northwestern 
carries 8,000,000 tons. The decision frankly turned on 
the financial necessities of the respondent carriers. The 
report, speaking of financial conditions, says that of the 
Northwestern “appears to be favorable.” The need of 
more revenues for the South Shore, the St. Paul and the 
Soo is made the reason for not giving the relief asked— 
five cents off on ore going to Ashland. The point is made 
by the dissatisfied complainants that the Commission, in 
order that the weaker roads might continue to charge 
the same rate to both ports, allows the Northwestern to 
collect $400,000 on 8,000,000 tons so that the three weaker 
roads may divide $150,000 among themselves. They state 
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their grievance against the order dismissing their com- 
plaint in this form: “Thus the Gogebic range is to be 
taxed by the railroads and the Commission to the extent 
of five cents per ton to further the interests of its com- 
petitors shipping 50 per cent greater distances through 
Escanaba.” 





Supreme Court Decision Expected.—The wise ones, 
who think they are able to keep in touch with what the 
Supreme Court is going to do, believe the court will hand 
down a decision in the Delaware, Lackawanna & Western 
commodities clause case on June 2, to which day the 
court took an adjournment two weeks ago. They, how- 
ever, have no definite idea as to what the decision is 
going to be. If their belief proves well founded, there 
will be a sigh of relief at the Commission no matter what 
the decision is. If the determination is that no carrier 
may haul goods in which it has any interest whatsoever, 
no matter how held, the Commission will have much work 
eto do. If the decision is the other way, it will be relieved 
of a burden it has been trying to carry for years, only 
to be balked by the anthracite carriers who obtained the 
right, from the Pennsylvania, both to mine and to trans- 
port coal and thereby make themselves among the most 
prosperous carriers in the country. Experience with the 
anti-trust law decrees ordering dissolutions makes many 
of the well-informed officials of the government doubt 
the wisdom of the policy of the government in divorcing 
parts of business concerns instead of confining itself to 
efforts to eradicate abuses. 





Holmead on Vacation.—The assistant secretary and 
his -wife have been making a vacation trip through the 
West Indies and to the Panama Canal. Mr. Holmead, 
owing to the crowded condition of the Commission last 
summer, was deprived of the ordinary thirty-day vacation 
which employes and officials of the government are sup- 
posed to and generally do receive. So far as Mr. Holmead 
and his vacation are concerned, this is still last summer. 





Publishers to Fight Paper Rates.—According to re- 
ports coming to Washington, the publishers of the country 
are going to make the most vigorous fight against the 
proposed increased rates on paper that the Commission 
has known for many a day. They are represented as par- 
ticularly incensed over what they call an imposition, at 
this time. They are suffering great losses on account 
of the war. Their expenses in reporting that conflict 
have gone up and their advertising patronage, by reason 
of the business slump, has gone down. While the prices 
of nearly everything else have been going up, the prices 
of newspapers and magazines have been coming down. 
Wages for those who make them, except possibly one 
class, have been also emulating the ambitious squirrel. 
But the fact that grinds hardest upon the publishers is 
that most of them in the Five Per Cent case were strong 
advocates of more money for the carriers. They also 
praised Louis D. Brandeis, the discoverer of so many 
commodities, such as beer, meat, tobacco, hay, cement 
and paper, that were moving on supposedly unremuner- 
ative rates. The unremunerative character of the rates, 
according to the assertions of attorneys, were discovered 


. by taking divisions on unfavorably situated roads, on 


switching movements and other non-indicative movements 
to produce a too low car-mile revenue showing. 
A. E. H. 
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Decisions of Interstate Commerce Commission 


RATES ON VEGETABLES 


(34 I. C. C., 32-38) 

NEW ORLEANS VEGETABLE GROWERS’, MER- 

CHANTS’ AND SHIPPERS’ ASSOCIATION V& 
ILLINOIS CENTRAL RAILROAD CO. ET AL. 
Submitted Dec. 6, 1914. Decided April 26, 1915. 


1. Vegetable Rates and Minima Not Unreasonable.—Rates and 
minimum weights on vegetables in carloads from New Or- 
leans, La., to Chicago, Ill., and other northern markets not 
found unreasonable. 

2. Estimated Weights Wrong.—Complete revision directed of de- 
fendants’ schedules of estimated weights applying on ship- 
ous of vegetables from New Orleans and other Louisiana 
points. 

3. Fourth Section Violations Eliminated.—Fourth Section vio- 
lations alleged in complaint found to have been eliminated 
by defendants. 

4. Rates to Kansas City Too High.—Rates on vegetables from 
New Orleans, La., to Kansas City, Mo., and to Buffalo- 
Pittsburgh térritory found to be unjustly discriminatory to 
the extent that they exceed by more than 5c per 100 pounds 
the rates contemporaneously maintained from Southport 
Junction, La., and the discrimination required to be re- 
moved. ; 


BY THE COMMISSION: 

Complainant is a voluntary association whose mem- 
bers are engaged in growing, packing and shipping vege- 
tables at New Orleans, La., and neighboring points. The 
complaint, filed March 1, 1913, is exceedingly general 
and quite obscure, but is apparently intended to allege 
violations of sections 1, 2, 3, 4 and 6 of the act. Sum- 
marized, the allegations are substantially that defend- 
ants’ rates on vegetables in carloads from New Orleans, 
La., to Chicago, Ill., and other northern markets are 
unreasonable; that the minimum weights prescribed for 
carload shipments of vegetables from New Orleans to 
various points are excessive and unreasonable; that de- 
fendants’ commodity rates on vegetables are unreason- 
able as compared with class rates between the same 
points where the latter are lower than the commodity 
rates; that defendants’ rates on vegetables in carloads 
from New Orleans to Cairo, Ill., Louisville, Ky., Chicago, 
Ill., and Kansas City, Mo., are unduly prejudicial as com- 
pared with rates to the same points on similar com- 
modities from Amesville and Southport Junction, La.; 
that defendants have voilated the long-and-short-haul 
rule of the fourth section by the publication of rates on 
vegetables in carloads from New Orleans and other 
Louisiana stations higher than the rates contemporane- 
ously applicable to local shipments from other and more 
distant points in Louisiana over the same routes to the 
same destinations; and that defendants’ tariffs specifi- 
cally mentioned in the complaint violate the require- 
ments of section 6 in that they fail to “plainly state” 
rates and rules governing the transportation of fruit and 
vegetables from and to the respective points mentioned 
in said tariffs and have not been construed alike for all 
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shippers, defendants having assessed greater, less and 
different charges than are provided by the said tariffs. 

Complainant fails to state in what manner section 2 
has been violated, and no specific evidence was adduced 
on the point. The evidence offered of the alleged viola- 
tions of section 6 apparently was adduced only to show 
that the Illinois Central and other defendants habitually 
overcharged complainant’s members, which is a matter 
for criminal proceeding rather than for a proceeding of 
this kind. In cases before us on complaint and answer 
we may take cognizance of overcharges only to order 
their repayment. Such an order would not be proper 
in this case for the reason that the complainant did not 
inform defendants definitely of the overcharges alleged 
and gave them no opportunity to investigate and answer 
the allegations. Complainant, moreover, apparently does 
not desire an order relative to past overcharges, which 
seem to have been of relatively minor importance and 
regularly to have been refunded by the carriers when 
called to their attention. 


Reasonableness of Rates. 


Approimately 80 per cent of the total weight of all 
vegetable shipments from New Orleans consists of cucum- 
bers, cabbage, potatoes, beets, beans and vegetables of 
the lettuce family, and approximately 75 per cent of all 
cars of vegetables from New Orleans move to Chicago. 
In considering the reasonableness of the rates assailed 
we shall therefore consider only the rates on the vege- 
tables named to Chicago. The remaining rates are rela- 
tively of slight importance, and defendants have volun- 
teered to bring them into line with the other rates, 
which we propose to consider whenever it may become 
necessary to do so. If they fail to do so, an appropriate 
proceeding may be instituted. 


The rates assailed on the vegetables named to Chi- 
cago are: For lettuce, 60 cents per 100 pounds; beans) 
55 cents; beets, 49.5 cents; cucumbers, 47 cents; cab- 
bages, 44 cents, and potatoes, 40 cents. Complainant 
shows principally that the charges on the vegetables 
named to Chicago would be materially lower if the class 
rates applied instead of the commodity rates named: We 
have held repeatedly that adjustments of this kind are 
anomalous and require much to justify them. We are 
impressed, however, with defendants’ explanation of the 
adjustment here assailed. In the last analysis the pre- 
sumption that a commodity rate higher than the class 
rate which would otherwise apply is unreasonable is 
predicated on the antecedent presumption that the class 
rate is fixed at the highest reasonable figure. It is well 
understood that the influence of water competition has 
forced down the class rates between New Orleans and 
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Central. Freight Association territory to a relatively low 
level. The vegetables involved require expedited service, 
and since they cannot move by water are refused rates 
made on the basis of water competition. 


Complainant also cites a rate of 48 cents per 100 
pounds from Paradis, La., to Minnesota Transfer, a con- 
siderably longer haul than the 912-mile haul from New 
Orleans to Chicago, and the 42-cent rate maintained by 
the Texas & Pacific Railway from all stations on its 
lines in Louisiana and a few in Arkansas to Chicago. 
It is stated, however, that probably no lettuce has ever 
been billed to Minnesota Transfer. A rate of $1.17% 
applied to St. Paul and Minneapolis, and the 48-cent rate 
to Minnesota Transfer has been canceled since the hear- 
ing and no through rate now exists. The 42-cent Texas 
& Pacific rate cited is substantially lower than most of 
the rates assailed from New Orleans, but applies on all 
kinds of vegetables, and from an area so wide that the 
average haul to Chicago of shipments under it is many 
miles less than the distance from New Orleans to 
Chicago. 

Defendants insist that the vegetable traffic is ex- 
pensive to handle; that refrigerator cars are needed, 
which cost approximately $400 more than a standard 
box car of the same construction, and which when 
loaded must be moved in special trains at a high rate 
of speed; that these trains involve an unusually large 
proportion of dead weight for the reason that the re- 
frigerator cars used weigh much more than the average, 
and in addition contain large quantities of ice, some in 
the car bunkers, some contained in the packages, which 
is hauled free, and that at least 75 per cent of the cars 
return empty, as loads cannot be obtained for them 
southbound. It is also stated that owing to the perish- 
able nature of vegetables and their deterioration when 
delivery is delayed even a few hours the traffic involves 
an unusual number of damage claims and that the small 
loading possible further depresses the revenue derived. 
The carload minimum is 20,000 pounds, and as very few 
cars contain much more than 20,000 pounds of paying 
freight the revenue per car ranges from about $80 to 
$120, which does not seem unreasonably high for a haul 
of 912 miles. 

Comparisons with rates from other points, some of 
which have been fixed or approved by this Commission, 
show that the rates assailed are not above the general 
level. In Ponchatoula Farmers’ Asso. vs. I. C. R. R. Co., 
513 (The Traffic World, Dec. 3, 1910, p. 817), we con- 


sidered the rates on lettuce, 58.5 cents per 100 pounds; - 


beans, 52 cents; beets, 47 cents; cucumbers, 47 cents, 
and cabbages, 44 cents, to Chicago from Ponchatoula, 
La., 48 miles north of New Orleans, on the Illinois Cen- 
tral, particularly the rates on lettuce, beans and cab- 
bages, which constituted the principal movement. We 
approved all of the rates named except the rate on let- 
tuce, which we ordered reduced to 55 cents. The rates 
assailed from New Orleans are clearly upon as low a 
level, since. they are the same on cabbages and cucum- 
bers and only 2.5 cents higher on beets, 3 cents higher 


On beans-and 5 cents higher on lettuce than the rates. 


approved in the case cited, despite the longer haul from 
New Orleans. The 40-cent rate on potatoes from New 
Orleans to Chicago, moreover, is 2 cents lower than the 
Tate which we approved to Chicago from Ruston, La., 
Over 150 miles nearer than New Orleans to Chicago. 
Rates on Cantaloupes and Potatoes from Ruston, La., 26 
I. ©. C., 101 (The Traffic World, Feb. 22, 1913, p. 477). 
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The following table presents other rates comparable 
with those here in issue. Only the rates on lettuce are 
given, since they are fairly illustrative. Rates stated per 
100 pounds: 


From— To— 
New Orleans, La. ....... Chitcamo, TE. 5 siscsectccece 
Jacksonville, Fila. Philadelphia, Pa. 
Sanford, Fla. ............ Baltimore, Md. ......... 
Jacksonville, Tex. ....... Chicago, Ill 
Ie Bes, TEAOM, ©. 6 iv. cies Chicago, Ill 
ae a eee Chicago, 
pO Ee Sa ee ae Chicago, 
Charleston, S. C Chicago, 


Upon all of the facts of record we find that the car- 
load rates on potatoes, cabbages, cucumbers, beets, beans 
and vegetables of the lettuce family from New Orleans 
to Chicago are not shown to have been or to be unrea- 
sonable. 


Miles. Rate. 
ue $0.60 


Minimum Weights. 


The minimum weight required for the rates assailed 
is 20,000 pounds. Complainant adduced some evidence 
to show that straight carloads of lettuce and other vege- 
tables of the lettuce family cannot be loaded to a weight 
of 20,000 pounds, and defendants admit this to be the 
fact. The figures introduced indicate that the heaviest 
loading practicable for a standard 32-foot refrigerator car 
is approximately 17,000 pounds. However, straight car- 
loads of lettuce and kindred vegetables are seldom 
shipped, and mixtures containing other and heavier vege- 
tables readily load to the minimum prescribed. A reduc- 
tion in the minimum for lettuce would, therefore, in 
fairness require permitting the carriers’ to increase it 
for those vegetables which load heavier than 20,000 
pounds. Such an adjustment. in turn would require a 
change in the mixed carload rule, which permits the 
mixture of several varieties of vegetables at the carload 
rate, subject to a 20,000-pound minimum. We believe 
that the present arrangement is more advantageous to 
shippers. Complainant’s representative in charge of the 
case evidently was of the same opinion, since he stated 
at the hearing that he still believed in the 20,000-pound 
minimum. The present arrangement may therefore be 
continued. 

Estimated Weights. 

Some commodities, including the various green vege- 
tables shipped by complainant’s members, are difficult 
to weigh for the purpose of fixing freight charges. Where 
shipments move under refrigeration, the varying quan- 
tities of ice bunkered in the cars make it impossible 
to weigh the shipments accurately by running the cars 
over track scales. The individual packages often con- 
tain broken ice, too, in which case it is equally impos- 
sible to ascertain the actual weights of the vegetables. 
Scaling, moreover, consumes time, which cannot well be 
lost where expedited service is a desideratum. Under 
such conditions a system of estimated weights is not 
merely a convenience, Crutchfield, Woolfolk & Clore vs. 
F. E. C. Ry. Co., 28 I. C. C., 274, 278 (The Traffic 
World, Oct. 25, 1913, p. 741), but a practical necessity. 
Complainant recognizes this, but objects to the system 
of estimated weights in force when the complaint was 
filed. 

The objection is well founded. . Defendants’ pub- 
lished estimated weights are neither related to the 
actual weights of the commodities to which they apply, 
nor uniform. When rates are made with the expecta- 
tion that they will be applied to actual weights, as in 
the case of the rates assailed, the use of estimated 
weights not clearly related to the ‘actual weights is 
bound to result in charges different from the charges 
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originally contemplated. If the estimated weights are 
too high, the charges are apt to be unlawful. Uniform- 
ity is even more essential than accuracy, since the lack 
of uniformity must result in discrimination. Not only 
do defendants’ estimated weights for the different sizes 
of containers of the same vegetable bear no proper re- 
lationship to each other, but those applicable on con- 
tainers of the same size frequently differ for different 
points of origin and destination. Defendants do not 
appear to have brought about this situation deliberately. 
The system or scheme maintained is plainly unlawful 
and must be revised thoroughly. 

The record contains no evidence of the actual 
weights of the different vegetables involved upon which 
a correct table of estimated weights could be based. It 
appears, however, that defendants intend to investigate 
the problem with a view to making all necessary cor- 
rections in their tariffs. The tariffs now on file show 
that much has been done since the hearing, and we 
shall not therefore enter any order relative to this sub- 
ject. We shall, however, hold the matter open, and if 
in 90 days the revision has not been completed in a 
satisfactory manner the matter may be brought to our 
attention again, when we shall consider entering an 
appropriate order. The revision should include not 
only the weights applicable upon shipments from New 
Orleans, but from all other Louisiana shipping points 
upon defendants’ lines. Otherwise there would be so 
much discrimination that the question would be no 
nearer settlement. 


Fourth Section Violations. 


Complainant asserts that a hamper of a certain size 
filled with beans is moved to Cincinnati at an estimated 
weight of 33 1-3 pounds, whereas the estimated weight 
for the same shipment to Toledo is only 20 pounds, so 
that the charge to Toledo, the more distant point, is 
less than the charge to Cincinnati. It appears, however, 
that the carriers have remedied the situation by pub- 
lishing identical estimated weights for skipments to both 
destinations. The only other violation of the fourth 
section called to our attention is that caused by the 42- 
cent rate of the Texas & Pacific on vegetables, pre- 
viously described, on which shipments can move through 
New Orleans in connection with the Illinois Central, the 
Yazoo & Mississippi Valley or the Louisville & Nash- 
ville, all of which roads maintained higher rates from 
New Orleans. This violation of the long-and-short-haul 
rule of the fourth section has since been remedied by 
the cancelation of the application of the 42-cent rate 
through New Orleans. The line that published the 42- 
cent rate had intended all shipments at that rate to 
move up the west side of the Mississippi River, and the 
evidence indicates that all the traffic did move that way. 


Undue Prejudice and Disadvantage. 


The rates assailed are alleged to prejudice New 
Orleans because materially lower rates on vegetables are 
maintained to named destinations from Southport Junction 
and Amesville, suburbs of New Orleans. The conten- 
tion is without merit relative to the rates from Ames- 
ville, as those rates apply only over lines west of the 
Mississippi River, which are not concerned with the 
rates assailed. Southport Junction, however, is on the 
Yazoo & Mississippi Valley and the Illinois Central, only 
three or four miles from New Orleans. A rate of 55 
cents per 100 pounds is cited on lettuce from Southport 
Junction to Kansas City, as compared with a rate of 71 
cents from New Orleans. Even greater discrepancies 
inhere in the relationship of the rates on various vege- 
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tables from New Orleans and from Southport Junction 
to Buffalo-Pittsburgh territory, as is shown by the fol- 
lowing table. Rates are stated in cents per 100 pounds: 


From From 
Southport New 
Commodity. Junction. Orleans 

NO ind he ss x wie aii w sos beg t een Ae de 8 ae SRO 53 , 103.5 

MI hin dab o cccl'e's 8s #2. 4h oe Re Peele oiae ss manpage 53 103.5 

BE 6. 5/5 ob bn bebnnd boa -o wes ce Rade g Sele batiee ep eine-e 53 90.9 

EE 0 5d ow awe se 648 © oie a east a. Rk i eee 49 61.2 
Eee fe cee CURT CA TS Haecbbudn sees we pee e 53 63 


A representative of the carriers admitted at the 
hearing that many of the Buffalo-Pittsburgh rates were 
out of line, and voluntered to readjust them, but no 
adjustment has been made. 

The mere difference in distance in favor of South- 
port Junction is too slight and too small a part of the 
haul to Kansas City or to Buffalo-Pittsburgh territory 
to justify an advantage in rates over New Orleans. De- 
fendants contend that there are special expenses inci- 
dent to originating the traffic in New Orleans which 
warrant a substantial spread in the rates. The ter- 
minal charges at New Orleans are said to be unusual 
and out of all proportion to the terminal charges at 
Southport Junction. On the other hand, it appears that 
the carriers maintain a difference of only 5 cents per 
100 pounds for a number of vegetables, while on others 
New Orleans and Southport Junction have identical 
rates. Upon the facts disclosed we find a greater dif- 
ference than 5 cents per 100 pounds to be unduly preju- 
dicial to New Orleans. 

An order will be entered in accordance with the 
findings herein made. 





ORDER. 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before Aug. 15, 1915, and thereafter to ab- 
stain, from charging, demanding, collecting or receiving 
any rate for the transportation of fresh vegetables in 
carloads from New Orleans, La., to Kansas City, Mo., 
and to Buffalo-Pittsburgh territory which exceeds by 
more than 5 cents per 100 pounds the rate contempora- 
neously in effect from Southport Junction, La., to the 
same points of destination. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or. before Aug. 15, 1915, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 30 days’ filing and posting in the iaanner pre- 
scribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transporta- 
tion of fresh vegetables in carloads from New Orleans, 
La., to Kansas City, Mo., and to Buffalo-Pittsburgh ter- 
ritory rates which do not exceed by more than 5 cents 
per 100 pounds the rates contemporaneously in effect 
from Southport Junction, La., to the same points of 
destination. ‘ 

And it is further ordered, That this order shall 
continue in force for a period of not less than two years 
from the date when it shall take effect. 


COTTON PIECE GOODS ADVANCE 


1. AND S. NO. 559 (34 I. C. C., 41-44) 

RATES ON COTTON PIECE GOODS FROM NORTH 
ADAMS, MASS., AND OTHER POINTS TO NEW 
YORK, N. Y., AND OTHER POINTS. 


Submitted March 3, 1915. Decided April 26, 1915. 
Proposed increased rates on cotton piece goods and woolen piece 
goods from North Adams, Mass., and other points on_the 
Boston & Maine and Boston & Albany railroads to New 
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Orders suspending the operation of the tariffs vacated. 
BY THE COMMISSION: 

The rate schedules here under suspension, contained 
in Boston & Maine Railroad and Boston & Albany Rail- 
road tariffs filed to take effect in December, 1914, pro- 
posed to increase the rates on cotton piece goods from 
points on the Boston & Maine and on both cotton piece 
goods and woolen piece goods from points on the Boston 
& Albany to New York and Brooklyn, N. Y., and New 
York delivery points. Upon protest by various persons 
located at Adams and North Adams, Mass., the schedules 
were suspended until March 31, 1915, and later until 
Sept. 30, 1915. There were no protests from interests 
other thar those at Adams and North Adams, and these 
were directed against the cotton piece goods rates alone. 
Similar increases proposed for the rates on cotton piece 
goods and woolen piece goods from New York to points 
on the Boston & Albany, including North Adams, by way 
of the Boston & Albany in connection with the New 
York & Hudson Steamboat Co. up the Hudson River, are 
included in the order of suspension, although the pro- 
posed increased northbound rates were not protested. 

The principal points of manufacture are grouped. At 
present the same rates apply to New York on woolen 
piece goods as on cotton piece goods, as follows: 13 
cents per 100 pounds from zone 1, which embraces, 
roughly, points in central Massachusetts on the Connecti- 
cut River; 15 cents from zone 2, which extends from 
Worcester, Mass., on the south, to Hookset, N. H., on the 
north, and from Boston and Salem, Mass., on the east, 
to Greenfield, Mass., on the west; 16 cents from zone 3, 
which includes points north of zone 2 in New Hampshire, 
Vermont and Maine. From North Adams and points in 
the same vicinity the rate to New York is the same as 
from zone 1, 13 cents. The increases proposed to New 
York are 4 cents per 100 pounds from all of the origi- 
nating territories described on cotton piece goods and 7 
cents on woolen piece goods. 

Some time prior to the filing of the suspended tariffs 
the Boston & Maine Railroad experienced financial diffi- 
culties that rendered necessary an increase in its revenue. 
The rates then in effect, moreover, involved a number 
of inconsistencies and discriminatory features which called 
for correction. In an effort to devise means to remedy 
the situation the railroad commissions of Massachusetts, 
Vermont, New Hampshire and Maine held a number of 
informal hearings and conferences for the purpose of 
determining to what extent the Boston & Maine should 
be allowed to increase its rates. As a result of these 
joint conferences the Boston & Maine was authorized to 
increase its local rates, both class and commodity. Tariffs 
making such increases are now in effect. The rates 
approved on cotton piece goods and on woolen piece goods 
were third class and second class, respectively. The 
Official Classification which otherwise governs interstate 
traffic in the territory involved rates cotton piece goods 
rule 25, which prescribes 15 per cent less than second 
class, but not lower than third class. 

A witness for the Boston & Maine testified that the 
investigation referred to disclosed that many joint rates 
published by the Boston & Maine were on a very low 
basis, and that the rates on cotton piece goods, to New 
York especially, were criticized as not bearing their fair 
Share: of the transportation burden; further, that under 
the new basis of local rates the textile rates to interme- 
diate Boston & Maine points were higher in many in- 
stances than the rates to New York, and that a revision 
of the New York rates was necessary in order to remedy 


York, N Y., and other points found to have been justified. 
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violations of the fourth section of the act. The Boston 
& Maine at first contemplated increases of 10 cents per 
100 pounds in the rates involved from each of the zones 
described, but after numerous conferences with shippers 
of textiles agreed to the increases assailed. The Boston 
& Maine also compares the increased rates proposed with 
the rates on cotton piece goods applying locally between 
stations on its line. The distance from North Adams to 
New York over the Boston & Maine to Troy and the 
New York Central & Hudson River Railroad thence to 
destination is 196 miles. The suspended rate on cotton 
piece goods over this route is 17 cents. The rate on the 
same traffic over the Boston & Maine from North Adams 
to Boston, Mass., 142 miles, is 23 cents per 100 pounds. 

It is urged that the 17-cent rate over the two-line 
haul to New York is lower than the 23-cent local rate to 
Boston; also that the class rates from North Adams to 
New York are below what should be deemed a normal 
basis. As previously stated, cotton piece goods are rated 
rule 25 in the Official Classification. The rate under rule 
25 from North Adams to New York is 20 cents, which is 
also the third class rate. The third class rate approved 
by the state railroad commissions previously mentioned 
between local stations on the Boston & Maine for dis- 
tances equal to the distance from North Adams to New 
York is 27 cents per 100 pounds. A statement filed on 
behalf of the Boston & Maine purports to show, moreover, 
that in many instances the local rates of that carrier on 
cotton piece goods to junction points with connecting 
carriers are higher than the present joint rates from the 
same points of origin to New York. The local rate on 
cotton piece goods from North Adams to Troy, for ex- 
ample, 48 miles, is 13 cents, the same as the present rate 
from North Adams to New York. The’ proposed rates on 
cotton piece goods are made to apply on the following 
articles made wholly of cotton, many of which are rated 
first class in Official Classification: Cotton piece goods, 
blankets, corduroy, crash, hosiery, knit goods, toweling, 
towels, underwear and yarn. 

Protestants’ traffic does not move to New York over 
the Boston & Maine, but over the Boston & Albany and 
New York Central & Hudson River railroads. The Bos- 
ton & Albany’s present rates from common points were 
made in competition with the rates of the Boston & Maine, 
and the proposed rates are in line with the increases 
published by the Boston & Maine. With respect to the 
rates from North Adams to New York, a witness for the 
Boston & Albany testified that for a number of years 
prior ‘to 1902 that road published a rate of 17 cents on 
cotton piece goods; that this rate was higher than that 
of the Boston & Maine, and that no traffic moved under 
it; that in 1902 the Boston & Albany established a rate 
of 14 cents per 100 pounds from its North Adams branch 
to New York, the same as the all-rail rate published by 
the Boston & Maine, and that in 1906 the present rate 
of 13 cents was established. Further testimony was 
offered to the effect that it has been the policy of the 
Boston & Albany to maintain from points on its North 
Adams branch to New York the same rates on cotton 
piece goods as are maintained from points on the Con- 
necticut River north of Springfield, Mass., such as East- 
hampton and Holyoke, Mass., and that at about the same 
time that respondents published the increased rates as- 
sailed the New York, New Haven & Hartford Railroad 
increased its rates from the latter points to 17 cents on 
cotton piece goods and 19 cents on woolen piece goods, 
which rates are now in effect. 

With respect to the increased rates proposed on 
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woolen piece goods, the Boston & Albany urges that the 
values of such commodities are greater than the values 
of cotton piece goods, and that shippers conceded in con- 
ference that the rates thereon should be higher than on 
cotton piece goods. A representative of the New York, 
New Haven & Hartford Railroad testified that, effective 
Dec. 21, 1914, the New Haven made increases in its rates 
to New York similar to the increases proposed in the 
tariffs under discussion; that there has been no complaint 
with respect to these rates; that because of the suspen- 
sion of respondents’ rates the New Haven now maintains 
higher rates to New York from junction points with re- 
spondents’ lines and from intermediate points than re: 
spondents’ present rates from such junction points and 
that the prohibition of the rates assailed naturally will 
compel the New Haven to reduce its present rates. 

Protestants urge that cotton piece goods will not 
stand the increased rates proposed; that the present rates 
have been in effect for a number of years and apparently 
have been satisfactory to the carriers, and that the vol- 
ume of this traffic has increased greatly during the last 
five years; also that the local rates generally of the Bos- 
ton & Maine have been increased approximately 50 to 
60 per cent. However, except for a comparison with rail 
and water rates from North Adams to New York, no 
evidence was offered to rebut respondents’ showing of 
reasonableness. ; 

On the proposed effective dates of the tariffs involved 
increases similar to those here assailed were made in 
the rates on the same traffic from New York to New Eng- 
land territory, which increases are now in effect with the 
exception of those under suspension. 

Upon all of the facts of record we find that respond- 
ents have justified the proposed rates involved, and an 
order will be entered vacating the order of suspension. 

ORDER. 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedules be, and they are hereby, vacated and 
set aside as of June 1, 1915. 

And it is further ordered, That a copy hereof be forth- 
with served upon the carriers respondents herein, parties 
to said schedules, and that a copy hereof be filed with 
said schedules in the office of the Commission. 





BOAT LINE CONTROL PERMITTED 


CASE NO. 6618 (34 I. C. C., 47-48) 

APPLICATION OF THE PENNSYLVANIA CO. UNDER 
THE PROVISIONS OF SECTION 5 OF THE ACT TO 
REGULATE COMMERCE, AS AMENDED BY THE 
PANAMA CANAL ACT, CONCERNING ITS INTER- 
EST IN AND OPERATION OF THE PENNSYL- 
VANIA-ONTARIO TRANSPORTATION CO. 


CASE NO. 6666 

APPLICATION OF CANADIAN PACIFIC RAILWAY CO. 
UNDER THE PROVISIONS OF SECTION 5 OF THE 
ACT TO REGULATE COMMERCE, AS AMENDED 
BY THE PANAMA CANAL ACT, CONCERNING ITS 
INTEREST IN AND OPERATION OF THE PENN- 
SYLVANIA-ONTARIO TRANSPORTATION CO. 


Submitted Sept. 1, 1914. Decided April 29, 1915. 


Panama Canal Application.—Upon application of the Pennsyl- 
vania Ry. Co. under the provisions of section 5 of the Act 
to regulate commerce, as amended by the Panama Canal 
act, to contiuue their interest in and joint operation-of the 
Pennsylvania-Ontario Transportation Co.; Held: 

1. Competition Possible.—That the existence of through all-rail 


routes with joint rates applicable thereto in which the peti- 
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tioners participate renders it possible for petitioners to com- 
pete with the boat line in which they are interested, within 
the meaning of the act. 

2. Permitted to Continue.—Upon the facts of record the contin- 
ued joint interest in and operation of the Pennsylvania- 
Ontario Transportation Co. by the- petitioners herein is in 
the public interest and will neither exclude, prevent, nor 
re competition on the route by water under consid- 
eration. 


McCHORD, Chairman: 

These cases involve applications of the Pennsylvania 
Co. and the Canadian Pacific Railway Co. under the pro- 
visions of section 5 of the Act to regulate commerce, as 
amended by the Panama Canal act, to continue their 
interest in and joint operation of the Pennsylvania-On- 
tario Transportation Co. These cases were heard to- 
gether. 

The Pennsylvania Co. is a corporation owning and 
operating a railroad with a line extending from points 
in Pennsylvania to Ashtabula Harbor, O., a port on the 
southern bank of Lake Erie. 

The Canadian Pacific Railway Co. is a corporation 
owning and operating a railroad in the Dominion of Can- 
ada with a line running from Woodstock to Port Burwell, 
a port on the northern bank of Lake Erie. ‘ 

The Pennsylvania-Ontario Transportation Co. is a cor- 
poration owning and operating a car ferry plying on Lake 
Erie between the aforesaid ports of Ashtabula, O., and 
Port Burwell, Canada. The capital stock of this company, 
$375,000, consisting of 3,750 shares of a par value of $100 
each, is held jointly, one-third by the Pennsylvania Co., 
one-third by the Canadian Pacific Railway Co., and the 
remaining one-third by James W. Ellsworth & Co. It 
has no bonds outstanding and no obligations of any kind 
other than those for current expenses. Under its organ- 
ization the Pennsylvania-Ontario Transportation Co. has 
a board of directors consisting of six members, each one- 
third interest being represented by two directors. It 
appears that there is same sort of an operating agreement 
between the several parties interested in this car ferry 
by which the two petitioners alone share all expenses and 
profits. The contract itself is not a part of the record. 

The Pennsylvania-Ontario Transportation Co. owns 
and operates between Ashtabula Harbor, O., and Port 
Burwell one steam vessel, the Ashtabula, having a reg- 
istered tonnage of 125 tons, with ferry capacity of 32 cars. 
It is not equipped to carry passengers and files no tariffs 
with the Commission publishing passenger fares. The 
boat makes two trips per day. 

It does not appear that either of the petitioners owns 
a line of railroad operating between the ports served by 
their boat, nor is either petitioner an integral part of 
any railway system owning such paralleling rails. It 
appears, however, that each of the petitioners is a party 
to through routes via the Buffalo gateway to and from 
the ports served by their boat, by which it is possible 
for them to compete with their boat for traffic within the 
meaning of the Act to regulate comnierce. 

The car ferry primarily provides a short route for 
the transportation of coal to Canada and serves prac- 
tically as a bridge over Lake Erie, by which there is a 
saving in rail haul of some 200 miles. 

From a consideration of all the conditions and circum- 
s.iances of record, the Commission is of opinion and finds 
that the existing specified service by water is being op- 
erated in the interest of the public and is of advantage 
to the convenience and commerce of the people, and that 
a continuance thereof will neither exclude, prevent nor 
reduce competition on the route by water under considera- 
tion. 

The Pennsylvania-Ontario Transportation Co. will be 
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required to file its tariffs in accordance with the provi- 
sions of the act to become effective by July 1, 1915. An 
order will be entered accordingly. 





ORDER. 

It is ordered, That the applications of the petitioners 
herein for an extension of time beyond July 1, 1914, within 
which they may continue their interest in and joint op- 
eration of the existing specified service by water herein 
concerned be, and it is hereby, granted, subject to such 
further order or orders as may hereafter be entered by 
the Commission. 

It is further ordered, That the rates, fares, schedules 
and regulations applicable to the transportation by water 
herein concerned be filed with the Commission and posted 
to the public as required by the Act to regulate commerce 
and the rules and regulations of the Commission, to be- 
come effective by July 1, 1915. 


BOAT LINE CONTROL PERMITTED 


CASE NO. 6624 (34 I. C. C., 49-51) 
APPLICATION OF THE GRAND TRUNK RAILWAY CO. 
OF CANADA, UNDER THE PROVISIONS OF SEC- 
TION 5 OF THE ACT TO REGULATE COMMERCE, 
AS AMENDED BY THE PANAMA CANAL ACT, IN 
CONNECTION WITH ITS INTEREST IN AND OP- 
ERATION OF THE ONTARIO CAR FERRY CO., LTD. 


Submitted June 24, 1914. Decided April 29, 1915. 


Panama Canal Act Application.—Upon application, under section 
5 of the Act to regulate commerce as amended by the 
Panama Canal act, of the Grand Trunk Ry. Co. of Canada 
to continue its interest in and joint operation of the Ontario 
Car Ferry Co., Ltd., of Canada; Held: 

1. Competition by Through Routes Possible.—That the partici- 
pation of petitioner in through all-rail routes between the 
ports served by the ferryboat line in which it is interested 
makes it possible for the petitioner to compete with such 
ferryboat line within the meanings of section 5 of the act 
as amended by the Panama Canal act. 

2. Operated in Interest of Public.—That the facts support a 
finding that the existing service by water is being operated 
in the interest of the public and is of advantage to the 
convenience and commerce of the people, and that a con- 
tinuance of these will neither exclude, prevent nor reduce 
competition on the route by water under consideration. 


The Ontario Car Ferry Co.’ will be expected to file its tariffs 


according to law to become effective by July 1, 1915 
McCHORD, Chairman: 

The application of the Grand Trunk Railway Co. of 
Canada, filed in accordance with the provisions of section 
5 of the Act to regulate commerce, as amended by the 
Panama Canal act, involved its interest in and joint op- 
eration of the Ontario Car Ferry Co., Ltd., and its in- 
terest in and joint operation of the Canada Atlantic Tran- 
sit Co. of the United States. This report concerns only 
this railroad’s interest in and joint operation of the On- 
tario Car Ferry Co., Ltd. 

The Ontario Car Ferry Co., Ltd., is a Canadian cor- 
poration, with a capital stock of $500,000, divided into 
5,000 shares with a par value of $100 each. The Grand 
Trunk Railway Co. of Canada is the owner of 2,497 shares, 
and the Buffalo, Rochester & Pittsburgh Railway Co. is 
the owner of a like number of shares. The 6 remaining 
shares are held by the 6 directors of the ferry company, 
3 of whom represent the interests of the Grand Trunk 
Railway of Canada, and the other 3 represent the Buffalo, 
Rochester & Pittsburgh Railway. 

The Ontario Car Ferry Co. owns one steel vessel, 


Ontario No. 1, of Canadian register, of car-ferry type, with _ 


a capacity on main deck of 28 loaded coal cars, and is 
equipped with passenger accommodations sufficient for 
900 passengers, in addition to the crew, which plies be- 
tween Genesee Dock, N. Y., a point on the Genesee River 
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about 2% miles south of Charlotte, N. Y., and Cobourg, 
Ontario, a distance of about 60 miles, connecting the 
terminus of the Buffalo, Rochester & Pittsburgh Railway 
at Genesee Dock with the terminus of the Grand Trunk 
Railway of Canada at Cobourg, Ontario. The company 
is building a sister ship, known as Ontario No. 2, of 
similar design and capacity to Ontario No. 1. 

The Grand Trunk Railway Co. of Canada operates a 
system of railway in the Dominion of Canada and in the 
United States, serving territory contiguous to the northern 
shore of Lake Ontario, reaching several ports on said 
lake, among other Cobourg, Ontario. 

The Buffalo, Rochester & Pittsburgh Railway operates 
in the states of Pennsylvania and New York, its rails 
reaching the southern shore of Lake Ontario at Genesee 
Dock, N. Y. 

It does not appear from the record that the petitioner 
owns rails paralleling the water route of the Ontario Car 
Ferry Co. or that it is interested in a system of railway 
owning such paralleling rails. 

From tariffs on file with the Commission it appears 
that the petitioner herein makes joint through rates all 
rail via the Niagara gateway from Cobourg, Ontario, to 
Genesee Dock, N. Y. By reason of the existence of these 
through route arrangements it is possible for the peti- 
tioner herein to compete for traffic with the ferryboats 
in which it is interested within the meaning of the act. 

It appears from the record that this ferryboat line 
was primarily established to transport coal to Cobourg, 
Ontario, for company use of the Grand Trunk Railway Co. 
of Canada. In addition to this coal traffic, however, the 
ferry company has developed a carload business in other 
freight. No less-than-carload freight is carried. During 
the summer months many tourist passengers are hauled to 
the Muskoka Lakes, Kawartha Lakes and other resort 
regions in Ontario. 

The Ontario Car Ferry Co. is in competition for pas- 
senger business with the Canada Steamship Co. The 
passenger fares via the ferry line are the same as the 
fares via the other boat lines, and the freight rates via 
the ferry line are the same as the all-rail rates. It ap- 
pears, however, that the ferry line is somewhat of a 
transportation convenience in that it relieves the conges- 
tion incident to all-rail movement via the Niagara transfer 
and in that it provides a quicker transportation route 
between the two ports which it serves. 

From a consideration of all the circumstances and 
conditions the Commission is of opinion and finds that 
the existing specified service by water is being operated 
in the interest of the public and is of advantage to the 
convenience and commerce of the people, and that an 
extension thereof will neither exclude, prevent, nor re- 
duce competition on the route by water here under con- 
sideration. 

The Ontario Car Ferry Co. will be expected to file 
its tariffs with the Commission according to law, to be- 
come effective by July 1, 1915. An order will be entered 
accordingly. 





ORDER. 


It is ordered, That the application of the petitioner 
herein for an extension of time beyond July 1, 1914, 
within which it may continue its interest in and opera- 
tion of the existing specified service by water be, and 
it is hereby, granted, subject to such further order or 
orders as may hereafter be entered by the Commission. 

It is further ordered, That the rates, fares, schedules 
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and regulations applicable to the service by water here 
under consideration be filed with the Commission and 
posted to the public as required by the Act to regulate 
commerce and the rules and regulations of the Commis- 
tion, to become effective by July 1, 1915.’ 


BOAT LINE CONTROL PERMITTED 


CASE NO. 6671 (34 I. C. C., 52-54) 

APPLICATION OF THE BUFFALO, ROCHESTER & 
PITTSBURGH RAILWAY CO. UNDER THE PROVI- 
SIONS OF SECTION 5 OF THE ACT TO REGULATE 
COMMERCE, AS AMENDED BY THE PANAMA CA- 
NAL ACT, CONCERNING ITS INTEREST IN AND 
OPERATION OF THE ONTARIO CAR FERRY CO., 
LTD. 


Upon application, under section 5 of the Act to regulate com- 
merce, as amended by the Panama Canal act, of the Bu*alo, 
Rochester & Pittsburgh Ry. Co. to continue its interest in 
and joint operation of the Ontario Car Ferry Co., Ltd., of 
Canada; Held: 

1. Through Route Arrangements Make Possible Competition.— 
That the participation of petitioner in through all-rail routes 
between the ports served by the ferryboat line in which it 
is interested makes it possible for the petitioner to compete 
with such ferryboat line within the meaning of section 5 
of the act as amended by the Panama Canal act. 


2. Operation in Interest of Public.—That the facts support a 
finding that the existing service by water is being operated 
in the interest of the public and is of advantage to the con- 
venience and commerce of the people, and that an extension 
of the petitioner’s interest therein will neither exclude, pre- 
vent nor reduce competition on the route by water under 
consideration. The Ontario Car Ferry Co. will be expected 
et “a according to law to become effective by 

uly 1, * 


McCHORD, Chairman: 

This case involves the application of the Buffalo, Roch- 
ester & Pittsburgh Railway Co., under the provisions of 
section 5 of the Act to regulate commerce, as amended 
by the Panama Canal Act, to continue its interest in and 
joint operation of the Ontario Car Ferry Co., Ltd. 

The Ontario Car Ferry Co., Ltd., is a Canadian cor- 
poration, with a capital stock of $500,000, divided into 
5,000 shares with a par value of $100 each. The Buffalo, 
Rochester & Pittsburgh Railway Co. is the owner of 2,497 
shares, and the Grand Trunk Railway Co. is the owner 
of a like number of shares. The 6 remaining shares are 
held by the 6 directors of the ferry company, 3 of whom 
represent the interests of the Buffalo, Rochester & Pitts- 
burgh Railway Co., and the other 3 represent the in- 
terests of the Grand Trunk Railway of Canada. 


The Ontario Car Ferry Co. owns one steel vessel, 
Ontario No. 1, of Canadian register, of car-ferry type, 
with a capacity on main deck of 28 loaded coal cars, and 
equipped with passenger accommodations sufficient for 900 
passengers, in addition to the crew, which plies between 
Genesee Dock, N. Y., a point on the Genesee River about 
2% miles south of Charlotte, N. Y., and Cobourg, Ontario, 
a distance of about 60 miles, connecting the terminus of 
the Buffalo, Rochester & Pittsburgh Railway at Genesee 
Dock with a terminus of the Grand Trunk Railway of 
Canada at Cobourg, Ontario. The company is building a 
sister ship, known as Ontario No. 2, of similar design and 
capacity te Ontario No. 1. 

The Buffalo, Rochester & Pittsburgh Railway oper- 
ates in the states of Pennsylvania and New York, its rails 
reaching the southern shore of Lake Ontario at Genesee 
Dock, N. Y. 

The Grand Trunk Railway Co. of Canada operates a 
system of railways in the Dominion of Canada and in the 
United States, serving territory contiguous to the northern 
shore of Lake Ontario, reaching several ports on said 
lake, among others Cobourg, Ontario. 
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It does not appear from the record that the petitione: 
owns rails paralleling the water route of the Ontario Ca: 
Ferry Co. or that it is interested in a system of railways 
owning such paralleling rails. 

From tariffs on file with the Commission it appears 
that the petitioner herein makes joint through rates al! 
rail via the Niagara gateway from Genesee Dock, N. Y.., 
to Cobourg, Ontario. By reason of the existence of these 
through route arrangements it is possible for the peti- 
tioner herein to compete for traffic with the ferryboats 
in which it is interested within the meaning of the act. 

It appears from the record that this ferryboat line 
was primarily established to transport coal to Cobourg, 
Ontario, for company use of the Grand Trunk Railway 
Co. of Canada. In addition to this coal traffic, however, 
the ferry company has developed a carload business in 
other freight. No less-than-carload freight is carried. 
During the summer months many tourist passengers are 
hauled to the Muskoka Lakes, Kawartha Lakes and other 
resort regions in Ontario. 

The Ontario Car Ferry Co. is in competition for pas- 
senger business with the Canada Steamship Co. The 
passenger fares via the ferry line are the same as the 
fares via the other boat lines, and the freight rates via 
the ferry line are the same as the all-rail rates. It ap- 
pears, however, that the ferry line is somewhat of a 
transportation convenience in that it relieves the conges- 
tion incident to all-rail movement via the Niagara transfer 
and in that it provides a quicker transportation route 
between the two ports which it serves. 

From a consideration of all the circumstances and 
conditions the Commission is of opinion and finds that 
the existing specified service by water is being operated 
in the interest of the public and is of advantage to the 
convenience and commerce of the people, and that an 
extension thereof will neither exclude, prevent, nor re- 
duce competition on the route by water here under con- 
sideration. 

The Ontario Car Ferry Co. will be expected to file 
its tariffs with the Commission according to law, to be- 
come effective by July 1, 1915. 

An order will be entered accordingly. 


ORDER. 

It is ordered, That the application of the petitioner 
herein for an extension of time beyond July 1, 1914, within 
which it may continue its interest in and joint operation 
of the existing specified service by water herein con- 
cerned be, and it is hereby, granted, subject to such fur- 
ther order or orders as may be hereafter entered by the 
Commission. 

It is further ordered, That the rates, fares, schedules 
and regulations applicable to the transportation by water 
herein concerned be filed with the Commission and posted 
to the public as required by the Act to regulate com- 
merce and the rules and regulations of the Commission, 
to become effective by July 1, 1915. 


BOAT LINE CONTROL PERMITTED 


CASE NO. 6786 (34 I. C. C., 54-57) 
APPLICATION OF GRAND TRUNK WESTERN RAIL- 
WAY CO., UNDER THE PROVISIONS OF SECTION 
5 OF THE ACT TO REGULATE COMMERCE, AS 
AMENDED BY THE PANAMA CANAL ACT, CON- 
CERNING ITS INTEREST IN AND OPERATION OF 
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THE GRAND TRUNK MILWAUKEE CAR FERRY 
co. 


Submitted July 26, 1914. Decided April 29, 1915. 


Upon application of the Grand Trunk Western Ry. Co., under 
the provisions of section 5 of the Act to regulate commerce, 
as amended by the Panama Canal act, to continue its inter- 
est in the Grand Trunk Milwaukee Car Ferry Co., Held: 

1. Interownership Brings Jurisdiction.—That the interownership 
existing between the Grand Trunk Milwaukee Car Ferry 
Co., the Detroit, Grand Haven & Milwaukee Ry. Co., the 
Grand Trunk Western Ry. Co. and the Grand Trunk Ry. Co. 
of Canada is such as to bring the present application within 
the provisions of section 5 of the act. 

2. Competition Within Meaning of Act Possible.—That the ex- 
istence of through routes via which joint through rates are 
applicable to Milwaukee, participated in by the petitioner, 
establishes a possibility of competition between the rails of 
the petitioner and the boats in which it is interested. 

3. Operation in Interest of Public.—That the operation of the 
existing specified service by water line concerned is in the 
interest of the public and is of advantage to the convenience 
and commerce of the people, and that an extension of such 
interest and operation will neither exclude, prevent nor 
reduce competition on the route by water under considera- 
tion. The Grand Trunk Milwaukee Car Ferry Co. will be 
required to file its tarifs according to law, to become effect- 
ive by July 1, 1915. 


McCHORD, Chairman: 

The Grand Trunk Western Railway Co. petitions, un- 
der the provisions of section 5 of the Act to regulate 
commerce, known as the Panama Canal act, to continue 
its interest in the Grand Trunk Milwaukee Car Ferry Co. 

The petitioner is a corporation operating a line of 
interstate railroad between the points of Port Huron, 
Mich., and Chicago, Ill., via Durand, Lansing and Battle 
Creek, Mich., and South Bend and Valparaiso, Ind. It 
owns no capital stock in any boat or line of boats operat- 
ing on the great lakes or waters tributary thereto. A 
large majority of its capital stock, however, is held by 
individuals as trustees for the Grand Trunk Railway Co. 
of Canada. 

The Grand Trunk Railway Co. of Canada, through 
trustees, controls and owns the capital stock of the De- 
troit, Grand Haven & Milwaukee Railway Co., a railroad 
operated from Detroit, Mich., in a westerly direction to 
Grand Haven, Mich., a point on the east bank of Lake 
Michigan, intersecting the line of petitioning railroad at 
Durand, Mich. From the port of Grand Haven, Mich., the 
Detroit, Grand Haven & Milwaukee Railway reaches Mil- 
waukee, Wis., on the west bank of Lake Michigan, by 
means of car-ferry boats owned by the Grand Trunk 
Milwaukee Car Ferry Co. 

The Grand Trunk Milwaukee Car Ferry Co. is a cor- 
poration organized under the laws of the state of Wis- 
consin, having an identity in ownership with the Grand 
Trunk Railway Co. of Canada, the Detroit, Grand Haven 
& Milwaukee Railway Co. and the petitioning railroad. 
It does not appear in the record how or by whom the stock 
of the car-ferry company is held, but it does appear that 
these four companies have stockholders, directors and 
officers in common, and are integral parts of the Grand 
Trunk Railway system. 

It does not appear that the rails of the petitioning rail- 
road or those of the Grand Trunk Railway system reach 
Milwaukee. It appears, however, from the record that 
the petitioning railroad makes joint rates from points on 
its line via Chicago to points beyond in the general terri- 
tory west of Lake Michigan, to which rates are also made 
by the Detroit, Grand Haven & Milwaukee Railway via 
Grand Haven and the car ferry through Milwaukee. It 
also appears from a tariff published by the petitioning 


railroad, G. T. W. L. I. C. C. No. A-1630, that the petitioner t 


makes joint through all-rail class rates via Chicago to Mil- 
waukee. 

It appearing that the petitioner has in effect through 
joint rates, all rail, to the port served by boats belonging 
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to the same system of which it forms a part, it can but re- 
sult that by reason of such through routes and joint all-rail 
rates the petitioner may compete with the boats in which 
it has an interest and that a possibility of competition ex- 
ists between such all-rail route and the route by water. 
Lake Line cases, 33 I. C. C., 699. It should be borne in 
mind that the all-rail route would be very indirect, and the 
probability of active competition between the two routes 
is remote. 

It is contended on behalf of the petitioner that the pur- 
pose of the act with respect to waters “elsewhere” is 
necessarily controlled by the purpose of Congress with re- 
spect to the water routes through the Panama Canal, and 
that the purpose of the act with respect to the water 
routes through the Panama Canal was to prevent any rail- 
road having an all-rail transcontinental route from own- 
ing a boat line operating via such water route which it 
could use to eliminate independent water lines operating 
through the canal, and thus dominate and control the busi- 
ness by reason of monopoly of the: water route. It should 
be noted, however, that when Congress enacted this law 
there was no single railroad company nor any ‘system of 
railroad owning or operating rails reaching from the At- 
lantic coast to the Pacific coast, but that the only trans- 
continental all-rail routes existed only under through route 
arrangements over which joint rates were made applic- 
able, and that, therefore, if it was not in the mind of Con- 
gress that the existence of joint through route arrange- 
ments constituted such an all-rail line as brought about a 
condition of potential competition between a railroad par- 
ticipating in such through route arrangements and a boat 
line which it intended to operate through the Panama 
Canal, this part of the act is so many meaningless words 
and is of no avail. 

It appears that the Grand Trunk Milwaukee Car Ferry 
Co. owns and operates two car-ferry boats, known as the 
Grand Haven and the Milwaukee, the former having a 
freight capacity of 28 cars and a licensed passenger ca- 
pacity of 1,500, equipped with sleeping accommodations 
for about 100 passengers, while the latter has a freight ca- 
pacity of 30 cars and a licensed passenger capacity of 
3,000, equipped with sleeping accommodations for about 
100 passengers. The distance across Lake Michigan which 
is traversed by these boats from Grand Haven to Milwau- 
kee is about 85 miles, and this ferry line serves practically 
as a bridge by means of which the Detroit, Grand Haven 
& Milwaukee Railway may reach Milwaukee. 


It appears that idea of a car ferry between these two 
points was conceived and inaugurated as a private inde- 
pendent enterprise, but that under its former operation it 
was a failure and was taken over by the Grand Trunk 
interests and has been maintained without view to the 
cost of the service but rather to the character of the ser- 
vice possible through its maintenance. It appears that at 
times the Chicago gateway on all-rail movements of traffic 
is greatly congested so that serious delays result, which 
delays are overcome by routing traffic over this car ferry. 
The car ferry is operated regularly, without regard to the 
amount of traffic offered per trip, and furnishes an all- 
season service. 

It appears also that in addition to the Grand Trunk 
Milwaukee Car Ferry there is a car ferry operated by the 
Pere Marquette Railway from Ludington to Milwaukee; 
also a car ferry operated by the Ann Arbor Railroad Co. 
from Frankfort, Mich., to Menominee, Mich., and Kewau- 
nee and Manitowoc, Wis.; also an independent break-bulk 
steamship line operated by the Goodrich Transportation 
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Co. on regular sailings from Grand Haven to Milwaukee 
via Chicago. 

It appears further that rates via this car ferry are the 
Same as rates applicable to the all-rail movement, and 
that there has been no lowering or increase of rates since 
the car ferry has come into the possession of the Grand 
Trunk in 1906. 


It is contended that if the joint ownership and opera- 
tion were discontinued the car-ferry company would neces- 
sarily go out of business because of expensive operation 
and resulting loss that would accrue to the company. It 
appears that the profit accruing to the car-ferry company, 
as shown by its statement for the half year ending Dec. 
31, 1913, was $58,300.41, which was turned over to the De- 
troit, Grand Haven & Milwaukee Railway Co. to discharge 
indebtedness to that company. 

From a consideration of all the circumstances and 
conditions, the Commissioner is of opinion and finds that 


the existing specified service by water is being operated 


in the interest’ of the.public and is of advantage to the 
convenience and commerce of the people, and that a con- 
tinuance thereof will neither exclude, prevent, nor re- 
duce competition on the route by water under considera- 
tion. The Grand Trunk Milwaukee Car Ferry Co. will be 
expected to file its tariffs according to law, to become ef- 
fective by July 1, 1915. 
An order will be entered accordingly. 





ORDER. 


It is ordered, That the application of the petitioner 
herein for an extension of time beyond July 1, 1914, with- 
in which it may continue its interest in and operation of 
the existing specified service by water herein concerned 
be, and it is hereby, granted, subject to such further order 
or orders as may be hereafter entered by the Commission. 


It is further ordered, That the rates, fares, schedules, 
and regulations applicable to the transportation by water 
herein concerned be filed with the Commission and posted 
to the public as required by the act to regulate commerce 
and the rules and regulations of the Commission, to be- 
come effective by July 1, 1915. 


GRAPES IN BASKETS 


CASE NO. 7034 (34 I. C. C., 58-59) 
BLACKBURN-WARDEN CO. ET AL. VS. ILLINOIS CEN- 
TRAL RAILROAD CO. ET AL. 


Submitted Dec. 3, 1914. Decided April 26, 1915. 


Double first-class rating under southern classification on grapes 
in baskets in less than carloads found to be justified. Com- 
plaint dismissed. 


BY THE COMMISSION: 

Complainants are firms and corporations engaged in 
the wholesale fruit and produce business at Memphis, 
Tenn. By complaint, filed June 22, 1914, they allege that 
the double first-class rating prescribed by the Southern 
Classification and applied by defendants on interstate 
shipments of grapes in baskets in less than carloads is 
unjust and unreasonable. The establishment of a rating 
not in excess of first class is asked. 

The Southern Classification rates grapes in less than 
carloads as follows: In baskets, with solid or slatted 
wooden tops, double first class; in boxes, barrels or crates, 
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first class. The carload rating for the packages named 
is third class. Prior to Aug. 1, 1910, the classification 
provided that grapes should be inclosed in a wooden box, 
barrel, crate, or similar container, and fated grapes thus 
packed, in less than carloads, first class. Grapes packed 
in baskets only were not accepted for transportation. 
Effective Aug. 1, 1910, grapes in baskets were included 
at the same rating. On June 17, 1912, the less-than-car- 
load rating on grapes in baskets was increased to double 
first class, the rating since maintained. 

The baskets in which grapes are shipped ordinarily 
are made of inferior wood and thin veneer. They are 
of a standard size and shape and hold 8 pounds of grapes. 
The tops are held on by two wire staples, one in the 
center of each end of the package, which are said to be 
easily broken or shaken loose. Shipments from producing 
territories to jobbing points ordinarily are made in re- 
frigerator cars. The baskets absorb considerable moisture 
in transit, and when the cars are unloaded and the mois- 
ture dries out the thin tops of the baskets become warped 
and expose the grapes to waste and damage in transit 
when reshipped in less than carload lots, although com- 
plainants state that they are large shippers of grapes in 
less than carloads and have never filed any claims for 
damages. The chairman of the Southern Classification 
Committee testified that in his opinion ordinary grape 
baskets were never intended to be shipping containers; 
that, following the acceptance of grapes in baskets in 
less than carloads in 1910, the committee received numer- 
ous complaints of the inconvenience and cost of handling 
such shipments and of damage resulting in transit; that 
less-than-carload shipments are peculiarly liable to dam- 
age because the baskets are easily broken by contact with 
other freight, and that a thorough investigation satisfied 
the committee that an error had been made in giving a 
first class rating to grapes in such frail containers. As 
a result, the double first-class. rating was adopted. De- 
fendants insist further that because of their frailty the 
baskets used cannot safely be stacked on trucks, and that 
the carriers are forced to load and unload them exclu- 
sively by hand, and that they cannot be stored safely 
with other freight, but must be placed in a separate part 
of the car to avoid loss and damage. This manner of 
handling, defendants assert, greatly interferes with the 
economical loading and unloading of cars. One witness 
for defendants stated that his informaticn was that from 
6 to 12 baskets could be crated properly at a cost of from 
20 to 25 cents. 

Complainants rely principally upon the Official and 
Western classification less-than-carload ratings on grapes 
in baskets, first class. Ratings in one classification ter- 
ritory, however, are-not conclusive of the reasonableness 
or unreasonableness of the ratings in another. The pres- 
ent rating has been in effect since June, 1912. There is 
no evidence that grapes in baskets are rated higher in 
Southern Classification than other articles similar in value, 
weight and other essential transportation qualities, when 
such articles are shipped in like quantities. 

Upon all of the facts of record, we find that defendants 
have justified the present rating, and an order will be 
entered dismissing the complaint. 





ORDER. 


It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 











or 
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CARS FOR LOADING GRAIN 


CASE NO. 7029 (34 I. C. C., 60-66) - 

NATIONAL COUNCIL OF FARMERS’ CO-OPERATIVE 
ASSOCIATIONS VS. CHICAGO, BURLINGTON & 
QUINCY RAILROAD CO. ET AL. 


Submitted Jan. 1, 1915. Decided May 11, 1915. 


Upon complaint of shippers of grain owning elevators at coun- 
try stations in the states of Illinois, Iowa, Minnesota, Ne- 
braska, Kansas, North Dakota and South Dakota, alleging 
that defendants fail to furnish cars in suitable condition for 
the transportation of grain in bulk, and asking that they be 
required either to furnish cars suitable in all respects for 
carrying this traffic or make an allowance to shippers for 
work done and materials furnished to prepare the cars for 
loading; Held: . 

1. It is the duty of carriers to furnish cars suitable to transport 
in safety traffic which they hold themselves out to carry, 
and this duty is not fulfilled when a carrier furnishes a car, 
upon reasonable request of a shipper, which requires re- 
pairing to prevent leakage of grain in transit. 

2. It is not unreasonable to expect shippers to do a limited 

amount of cleaning or to make minor and inexpensive re- 

pairs on such cars. 

3. It would be impracticable to fix by order any allowance that 
should be paid shippers for labor performed or materials 
furnished. 

4. Suggestions made that carriers specify in their tariffs what 
they will furnish in the way of materials, which must be 
uniform and adequate. i 

. Carriers’ practice at terminal points with reference to pre- 
paring cars for loading grain in bulk not found to be un- 
justly discriminatory against complainant’s members. Com- 
plaint dismissed. 


CLARK, Commissioner: 


Complainant is an organization composed of the 
Associations of Farmers’ Elevator Companies of Illinois, 
Iowa, Minnesota, Nebraska, Kansas and North and South 
Dakota, representing approximately 2,000 elevator and 
grain companies operating a like number of grain ele- 
vators at country stations on the lines of the defendants 
in these states. By petition filed Oct. 26, 1914, com- 
plainant seeks an order requiring defendants to furnish 
cars for shipments of grain in bulk that are clean and 
in good repair and properly equipped with grain doors, 
or provide for an allowance to shippers for labor done 
or materials furnished in preparing cars for such load- 
ing. Reparation is asked. 

The issues in this case are: First—Is it defendants’ 
duty to clean, repair, install grain doors and otherwise 
prepare cars for the transportation of grain in bulk 
from these stations or make an allowance to shippers 
for such service? Second—Do defendants unjustly dis- 
criminate against complainant by performing such serv- 
ice for shippers of grain in bulk at terminal points? 
Third—Does the present practice subject the grain traffic 
from country stations to unjust discrimination? 

Wheat, oats, corn and other grains are shipped from 
the elevators in carloads in bulk. Such shipments re- 
quire reasonably clean, water-tight box cars in good re- 
pair. The car should be free from holes or cracks 
through which the grain may sift while in transit. Or- 
dinary box-car doors are not constructed so as to pre- 
vent leakage of grain, and therefore it is necessary to 
place in the cars what are called grain doors. Orig- 
inally cars designed for shipment of grain were equipped 
with stationary or swinging grain doors, which, however, 
were not found to be practicable. Because of inability 
to secure a satisfactory permanent grain door the prac- 
tice of defendants for more than a quarter of a century 
has been to furnish grain shippers at country stations 
with “sectional doors” or boards, which may be nailed 
to the car door posts. The “grain doors,” so called, are 
made in sections, usually 18 to 24 inches wide. The 
boards composing them are cleated together and are 
long enough to span the doorway of the car. The door 
sections or boards are furnished and delivered to coun- 


or 
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try elevators by the defendants. They are usually piled 
at some convenient place near the elevators. From six 
to eight sectional doors are required for a ¢ar. 

There is no uniformity with respect to the amount 
or the character of the material furnished by different 
carriers. Some of them furnish sectional doors, boards, 
lath and burlap or paper specially designed for the pur- 
pose; others furnish sectional doors, lumber and paper; 
and others furnish nothing but sectional doors and 
lumber. 

At many stations at which farmers’ elevators are 
located there are also what are called “line” elevators, 
usually owned by grain dealers at terminal points. It 
is not asserted, nor is it shown, that there is any dis- 
crimination in the furnishing of grain doors or materials 
as between the “line” elevators and farmers’ elevators 
at country stations. ; 

The heaviest movement of grain is in January, 
February, May, June and September of each year. There 
is also usually a considerable movement in August. About 
80 per cent of the grain is shipped in what are called 
rush periods. The movement is of great magnitude, and 
the prompt and safe transportation of the grain to the 
markets is of paramount importance to both carriers 
and shippers. The volume of grain shipments and the 
necessity for prompt delivery at the markets in a com- 
paratively short season of the year present a difficult 
problem to carriers with respect to furnishing adequate 
equipment. At Chicago alone more than 200,000 car- 
loads of grain are unloaded into elevators annually. The 
Chicago & Northwestern transported 100,000 carloads of 
grain during the year 1913° and the Missouri Pacific 
42,000 carloads. During that year the Northwestern 
expended $119,694.36 for grain doors supplied to shippers 
on its lines. 

In anticipation of the grain movement each year de- 
fendants inspect and repair their grain-car equipment, 
after which the cars are carded as fit for grain and 
sent to the grain-producing territory. 

The owners and operators of the country elevators 
are often also engaged in the sale of coal, lime, cement 
or lumber. Box cars which come to them loaded with 
other commodities are frequently loaded by them with 
grain. Whenever possible defendants send box cars 
from terminal points loaded, so as to avoid empty car 
movements. Although in perfect condition when they 
leave the terminal or repair point, perhaps under load, 
cars may become unfit in some respect because of the 
strain put upon them in transit or of misuse by a 
shipper. The record does not show what percentage of 
the cars furnished country elevators are sent empty 
from terminal or other points, and have not been loaded 
with commodities other than grain after inspection and 
repairing at terminal or repair points. 

Local agents of defendants know when cars are 
ordered whether or not they are to be used for ship- 
ments of grain, and they are instructed not to permit 
cars to be loaded with grain that are unfit to transport 
it safely. In seasons of car shortage, or in rush ship- 
ping seasons, the shipper accepts any car furnished, and 
repairs it if necessary, in preference to waiting until 
another car can be provided. The average time in which 
a car can be furnished in lieu of one refused is about 


_ 48 hours. 


Practically all cars furnished to these country ele- 
vators must be cleaned by the shipper. A large per- 
centage of them require more or less patching, or 
coopering, to render them fit to carry grain without 
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leakage. It is impossible to determine from the record 
the exact percentage of cars furnished which the ship- 
pers must materially repair before loading. So far as 
the evidence shows, some patching and repairing work 
by the shipper, besides placing the grain doors and 
coopering around them, is required on about 50 per cent 
of the cars furnished. This work may consist of cover- 
ing one or more holes or cracks in the floor, or it may, 
and often does, include repairs to door posts, ends, lin- 
ings, roof and sides of car. The cars furnished by some 
carriers are in much better condition than those ten- 
dered by other carriers. As great a difference is also 
noted with respect to the condition of cars furnished at 
different times by the same carrier. 

During the year 1908 and continuing until July, 1911, 
defendants’ rules provided that when cars furnished for 
grain, grain products or other bulk freight required re- 
pairing to insure against leakage in transit, and the 
material necessary for the repairing was furnished by 
the shipper, payment for the actual cost of the same, 
including cost of necessary labor, but not exceeding 80 
cents per car, would be made by the carrier furnishing 
the car. It developed that it was impossible for the 
carriers to keep any check of the material used or 
alleged to have been used, or of the labor so performed. 
Known abuses of the rule existed, and discriminations 
inevitably resulted. 

For a number of years an allowance of $2 per car 
for grain doors furnished was paid to terminal elevator 
companies. This was found to result in the carriers 
paying for grain doors that had been made out of 
material furnished by the carriers. Claims were pre- 


sented for furnishing grain doors for outbound cars 


when the doors or the materials used therefor were 
taken from inbound cars. This allowance and the allow- 
ance of 80 cents per car to the country elevators were 
discontinued at the same time. Competition between 
carriers at the terminal points led to the payment of 
the allowance, and now in part forces the coopering, 
repairing and installation of grain doors at such points, 
which situation will be referred to later. 

At many points shippers prefer to install grain 
doors and cooper cars, because they are best fitted to 
do so and because it is convenient to do the work while 
the cars are being loaded. 

Unusual efforts have been made by the defendants 
in recent years to furnish cars reasonably well equipped 
for transportation of grain. Each of them expends 
large sums for inspection and repairs. The Missouri 
Pacific has established coopering or repair shops at 
Wichita, Conway Springs, Downs, Atchison, Harrington 
and Ossawatomie, Kan., and at Omaha and Falls City, 
Neb. At each of these points, as well as at Kansas 
City and St. Louis, Mo., box cars are fitted for ship- 
ments of grain. Early in 1914 this carrier sent men to 
points on its line where empty box cars were stored to 
inspect and repair them, if repairs were necessary. The 
Chicago, Burlington & Quincy has 13 repair points in 
the grain-shipping territories. The Chicago & North- 
western and the Illinois Central cooper and repair cars 
for shipments of grain at terminal points. Whether or 
not the other defendants have repair stations at points 
other than their terminals does not appear. 

It is the duty of carriers to furnish cars suitable 
to transport in safety traffic which they hold themselves 
out to carry. This duty is not fulfilled when a carrier 
furnishes a car, upon reasonable request of a shipper, 
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which requires repairing to prevent leakage of grain 
in transit. Southwestern Missouri Millers’ Club vs. St. 
L. & S. F. R. R. Co., 26 I. C. C., 245, 250 (The Traffic 
World, March 8, 1913, p. 590). In case special prepara- 
tion is required to make a car fit for the shipment of 
a particular commodity the task of special preparation 
usually devolves upon the shipper. This for the reason 
that if the carrier has provided a car suitable for the 
shipment, and dunnage or other protection is required 
because of the nature of the freight, the duty of pro- 
viding that protection ordinarily rests upon the shipper. 
In the case of carload freight, where the loading is done 
by the shipper and the car is put in his possession for 
that purpose, he can ordinarily perform the work more 
economically and to better advantage than can the car- 
rier. The repair work done upon cars by shippers, such 
as closing a hole with boards or coopering the car with 
burlap or paper, is not permanent. The work. must 
ordinarily be done at the station from which the ship- 
ment is made. In the very nature of things the shipper 
who loads the car can prepare it for loading to better 
advantage than can anyone else. It is therefore not 
unreasonable to expect the shipper to sweep a car or 
do a reasonable amount of cleaning, or to make some 
minor and inexpensive repairs to prepare the car for 
loading and prevent leakage of grain in transit. It is 
impracticable for the carriers to have competent work- 
men at all stations to do this work, and minor cleaning, 
patching and coopering can readily be done by men in 
the employ of the elevator companies, who know exactly 
what is to be done and how best to do it. 

If the car furnished requires much repairing, if its 
door posts are shattered or broken, or if it has many 
holes or cracks through which grain would sift in tran- 
sit, the shipper should refuse to accept it. The obliga- 
tion of the carrier is to promptly furnish a suitable car. 
The shipper is not bound to receive and load a car 
upon which he must expend labor and materials to make 
it suitable to transport grain. The defendants do not 
desire that a shipper should load a car which is not in 
condition. Obviously the defendants do not wish to 
unnecessarily increase their expenditures for grain lost 
in transit. If, however, each carrier engaged exten- 
sively in carrying grain would provide repair and coop- 
erage stations at convenient points in the grain-growing 
and grain-shipping regions, cars properly repaired could 
be furnished shippers on short notice and the carrier’s 
duty would be more fully discharged. 

Ever since grain has been shipped in bulk shippers 
have been required to place the grain doors. We are 
of the opinion that such a requirement is not unreason- 
able. It is an incident of loading and should properly 
be performed by the shipper. 

The marked difference in the character of cars fur- 
nished by separate carriers at different points and by 
one carrier at the same point renders it impracticable 
to fix a maximum allowance which should be paid to 
shippers for material furnished and labor performed. 
Balfour, Guthrie & Co. vs. O-W. R. R. & N. Co. 21 
I. C. C., 589 (The Traffic World, Nov. 18, 1911, p. 848). 
Experience has demonstrated that it is impossible to 
accurately check claims for material furnished and labor 
performed by shippers. We conclude that we may not 
with propriety fix by order a maximum amount that 
should be paid the shipper by a carrier for labor per- 
formed and for materials furnished by him in installing 
grain doors or doing other incidental repair work on 
cars furnished for shipments of grain in bulk. If, how- 
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ever, a carrier makes any allowance to shippers at 
country stations for work done or materials furnished, 
the conditions and purposes as well as the maximum 
allowance must be stated in its tariff and must be 
applied without discrimination. 

The amount and character of the material furnished 
shippers for grain doors and for incidental coopering 
and repairing should be uniform and adequate for the 
purpose; just what will be furnished should be clearly 
stated in tariffs. It is manifest that if a carrier fur- 
nishes nothing but loose boards at one point and at 
another point furnishes sectional doors, lath, paper or 
burlap, unlawful discrimination results. 

There does not appear to be unjust discrimination 
against shippers of grain at country elevators because 
cars suitable to ship other commodities are furnished 
other shippers. The circumstances and conditions are 
so different that no discrimination forbidden by the act 
results. ' 


At terminal points such as‘ Chicago, Omaha and 
Kansas City, since 1911, defendants prepare the cars 
for loading with grain by placing grain doors and doing 
any necessary repair or coopering work. At such points 
they maintain what is called “the grain door bureau,” 
which reclaims grain doors which come with inbound 
shipments. This bureau also cleans, repairs and coopers 
cars and installs grain doors for outbound shipments of 
grain from terminal elevators. It keeps an account, 
crediting the carrier which brought the doors inbound 
and debiting the carrier which takes them outbound. 
This account is the basis of settlements between the 
carriers. 


The evidence is that at terminal points repairing 
of cars and installation of grain doors can be done effi- 
ciently and at a minimum cost. The work done by this 
bureau conserves the material of the carriers. It does 
not appear that country elevators are discriminated 
against because the carriers prepare cars for the trans- 
portation of grain from terminal points. The country 
elevator owners who testified were all of the opinion 
that they would be in no way benefited if coopering 
cars and installing grain doors were discontinued at ter- 
minal points. The grain from. the terminal point is not 
sold in competition -with that of the country elevator. 
All of it comes inbound to the terminal from country 
or line elevators, subject to the same initial cost of fit- 
ting the cars for carrying grain. 


We find that coopering and fitting cars to transport 
grain from elevators at terminal points is not unjustly 
discriminatory against, or unduly prejudicial to, shippers 
from country elevators. 

The defendants will be expected to adopt the sug- 
gestions herein made with respect to. uniformity and 
adequacy of materials to be furnished by them to coun- 
try elevators for grain doors and incidental repairs, and 
to state in their tariffs what will be furnished by them 
for the purposes stated. When this is done we are of 
opinion that the complaints of grain shippers from coun- 
try elevators will be measurably satisfied. 

The findings herein constitute no basis for an award 
of reparation. The complaint will be dismissed. 





ORDER. 


It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 
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THROUGH ROUTES WITH WATER LINE 


CASE NO. 7002 (34 I. C. C., 67-74) 
KANSAS CITY MISSOURI RIVER NAVIGATION CO. VS. 
CHESAPEAKE & OHIO RAILWAY CO. ET AL. 


Submitted Jan. 4, 1915. Decided May 11, 1915. 


Complainant, a water line operating on the Missouri and Missis- 
sippi rivers between Kansas City, Mo.-Kan., and East St. 
Louis, Ill., seeks the establishment of through routes and 
joint rates with defendants on grain and grain products 
from Kansas City to Norfolk and Newport News, Va., for 
export, and also asks that defendants be required to ex- 
change bills of lading with it at Kansas City on traffic des- 
tined to points east of the Illinois-Indiana state line; Held: 

1. Financial ‘Responsibility Imputation no Defense for Rail Car- 
riers.—The imputation of doubtful financial responsibility on 

part of complainant does not justify defendants in refusing 
to establish through routes and joint rates with it, since, 
under the law, they may have recourse to the Commission 
for an order protecting them in this respect if necessary. 

. Joint Rates Matter of Public Concern.—The question of the 
establishment of joint rates between complainant and de- 
fendants is a matter of public concern and is not limited 
to the interests of the contending parties. 

3. ‘Navigable River a Public Highway.—A navigable river is a 
public highway and natural avenue of commerce which the 
public interests demand should be utilized to the fullest ex- 
tent. (Decatur Navigation Co. vs. L. & N. R. R. Co., 31 
I. C. C., 281, 288.) Defendants’ refusal to join in through 

routes and joint rates is not responsive to the requirements 
of section 1 of the act and is unduly prejudicial to com- 
plainant under section 3. 

4, Refusal to Exchange Bills of Lading Unjustly Discriminatory. 
—If the practice of exchanging bills of lading be indulged 
in as to other carriers, it is unjustly discriminatory against 
complainant to refuse like recognition to its bills of lading. 

5. No Opinion as to Reasonable Maximum Rates Expressed.—No 
opinion expressed upon the measure of reasonable maximum 
rates, but through routes and joint rates should be estab- 
lished. Record held open for such further proceedings as 
may be necessary. 


CLARK, Commissioner: 


Complainant, hereinafter called the navigation com- 
pany, is a corporation operating a line of steamers, tow- 
boats and barges on the Missouri and Mississippi rivers 
between Kansas City, Mo.-Kan., and St. Louis, Mo., and 
East St. Louis, Ill. It brings this proceeding to secure 
an order requiring defendants to join with it in the estab- 
lishment of through routes and the publication of joint 
rates applicable thereto on grain and grain products from 
Kansas City to Norfolk and Newport News, Va., when 
for export, and to exchange bills of lading with it at Kan- 
sats City on traffic originated by complainant destined 
to points east of the Illinois-Indiana state line in conform- 
ity to practices which they now observe in their relations 
with rail carriers west of the Mississippi River. The com- 
plaint avers that defendants, in violation of sections 1 
and 3 of the act, have hitherto refused to enter into such 
arrangements with it, thereby depriving shippers of the 
unrestricted use of an active and efficient competitor of 
all-rail lines from Kansas City and denying the navigation 
company equal facilities for the interchange of traffic. 


The defendants are some of the principal trunk lines 
operating from East St. Louis to Central Freight Associa- 
tion and trunk line territories and, in addition, the Louis- 
ville, Henderson & St. Louis, Louisville & Nashville, Ches- 
apeake & Ohio and Norfolk & Western railways, forming 
through routes from East St. Louis to Norfolk and New- 
port News, hereinafter referred to as the Virginia ports. 


The navigation company began operations in 1911, 
starting with one boat, since which time it has materially 
increased its equipment, and now has one steam packet 
-and passenger steamer, one motor boat, two towboats and 
eight steel-hull cargo barges. The amount of capital stock 
issued is $1,202,000, of which $2,000 is common, divided 
among the directors, and $1,200,000 preferred, divided 
among more than 4,000 shareholders who are citizens of 
Kansas City, Mo.Kan. Of the preferred stock, all of 
which appears to have been subscribed, there remained 
as of July 1, 1914, $208,016.24 in unpaid subscriptions, the 
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paid-in subscriptions amounting to $991,983.76. A state- 
ment of complainant’s assets and liabiilties as of the 
same date shows, among other things, an investment in 
“floating equipment” of $427,291.44; terminals at Bast St. 
Louis, $31,012.45, and a cash fund of $380,117.70. 


The navigation company has a modern ironclad ter- 
minal warehouse at East St. Louis fully equipped with 
improved and economical freight-handling devices, plat- 
forms, and other facilities. At Gasconade, Mo., it owns 
a machine shop and shipyard, with 30 acres of ground. 
At Kansas City it also has on leased ground an office 
and a machine shop fully equipped for the repair of 
vessels. The terminal at Kansas City consists of a 
modern warehouse owned by the municipality and leased 
to the navigation company upon a tonnage basis. 


The terminal at Kansas City is reached by the tracks 
of the Missouri Pacific Railway, which performs neces- 
sary switching to and from all other rail carriers at that 
point, the navigation company absorbing the switching 
charges. The terminal at East St. Louis is not directly 
connected with the tracks of any of the defendants, but 
is connected with the tracks of the East St. Louis Con- 
necting Railway, hereinafter called the connecting rail- 
way, which is allied with and is a part of the Terminal 
Railroad Association lines. The connecting railway per- 
forms the switching to and from the rails of the de- 
fendants. Being the navigation company’s only rail 
connection at East St. Louis, and the carrier upon which 
it must depend for movement of cars between it and 
defendants’ lines, the connecting railway would seem 
to be a necessary party to this case, but it was not made 
a party, and we are not advised either as to its interest 
in or attitude toward this proceeding. 

The navigation company engages in the transporta- 
tion of all classes of freight between Kansas City and 
East St. Louis and intermediate points. It has filed one 
tariff with this Commission naming rates on grain and 
grain products from Kansas City to St. Louis and East 
St. Louis in order, as stated upon the hearing, to be 
enabled to issue through bills of lading and participate 
in the interstate transportation of such commodities. It 
has no tariff applicable to other commodities on file with 
this Commission, and its witness stated at the hearing 
that it did not purpose or desire to subject the trans- 
portation of other commodities to federal control, this 
notwithstanding that it appears from the record that there 
is a volume of westbound traffic amounting to one or 
more cars per day delivered by defendants: to the navi- 
gation company at East St. Louis, for the transfer of 
which defendants operate, or at the time of hearing did 
operate, a trap-car service. It seems proper to here re- 
mark that, as the transportation of property from East 
St. Louis or from St. Louis vid East St. Louis to Kansas 
City, Mo., or Kansas City, Kan., is interstate transporta- 
tion, this arrangement would appear clearly to be one 
for through carriage between a railroad and a water car- 
rier, which subjects them to the jurisdiction of the act 
as provided in section 1 thereof. This witness testified 
that 95 per cent of the entire traffic of the navigation 
company from Kansas City to St. Louis and East St. Louis 
consists of grain and grain products, but the record is 
silent as to the volume of tonnage of any class of traffic 
handled by it. 

There are many flouring mills in Kansas City and 
vicinity which complainant’s witness estimates have an 
aggregate capacity of 12,000 barrels daily. Much of the 
product goes to points east of the Illinois-Indiana state 
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line, and witness testified that he had received many 
inquiries for rates, both for shipment to points for do- 
mestic consumption and to the Virginia ports for export. 
It is a matter of common knowledge that there is a heavy 
tonnage of grain and grain products moving from Kan- 
sas City to and through St: Louis and East St. Louis. 
Complainant’s witness directs attention to work which 
the federal government has performed and is now doing 
on a large scale to improve the navigability of the Mis- 
souri River; to its own enterprise and endeavors to util- 
ize such improvements by developing traffic on the river 
between these points, and to the benefits that it contends 
would inure to Kansas City and its shippers if complain- 
ant’s prayer should be granted. The navigation company 
naturally desires to participate in this traffic. Rates and 
divisions thereof are stated herein in cents per 100 pounds. 

“As a general rule, no joint rates are published from 
Missouri River points to points east of the Illinois-Indiana 
state line, through rates being made on combination over 
East St. Louis. Complainant does not indicate specific 
points of destination it desires to reach, and does not 
pray for joint through rates into this territory. Through- 
out the season of navigation on the great lakes, defend- 
ants have for some years been accustomed to join rail 
carriers west of the Mississippi River in through pro- 
portional rates from Missouri River points to the Vir- 
ginia ports on grain and grain products when for export. 
These rates were 22 cents on wheat and flour, of which 
the carriers up to the Mississippi River received 9 cents, 
the defendants accepting 13 cents as their division from 
East St. Louis to the ports. The rate on corn and articles 
taking the same rate was 21 cents, divided 8 cents west 
and 13 cents east of the river. These rates are asserted 
by defendants to be extremely low, and are said to have 
been compelled by competition with available rates over 
the lines of rail-lake-and-rail carriers to Baltimore, Md. 
These all-rail rates from the Missouri River to the Vir- 
ginia ports are withdrawn each year at the close of 
navigation on the lakes. 

The navigation company has established local rates 
on a basis of 80 per cent of the all-rail rates from Kan- 
sas City to St. Louis and East St. Louis, its rates being 
7.2 cents on wheat and flour and 6.4 cents on corn and 
articles taking the same rate. The record indicates, 
although not definitely, that the navigation company does 
not handle grain in bulk. Most of the testimony relates 
to flour, and our findings will be made with reference 
only to grain products. The proportional rates from East 
St. Louis to the Virginia ports are 15.2 cents on grain, 
15.8 cents on grain products other than flour, and 15.8 
cents on flour. In combination with the navigation com- 
pany’s local rates the through rates via its line and those 
of defendants from Kansas City to the Virginia ports 
would be 23 cents on flour and 22.2 cents on corn meal 
and other products taking same rates, as compared with 
the before-mentioned all-rail joint through proportional 
rates of 22 cents and 21 cents, respectively. 

The navigation company has not restricted its request 
in this proceeding to the establishment of through routes 
and rates. It goes further and indicates the joint rates 
which it desires to have established to the Virginia ports 
and the divisions thereof it would be willing to accept. 
That is to say, it urges that joint rates should be estab- 
lished on the basis of its local rates from Kansas City 
to St. Louis, plus the 13-cent division which defendants 
accept out of the aforementioned all-rail rates to the Vir- 
ginia ports. In asking this the navigation company con- 
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tends that it asks defendants to do for it only what they 
now do for the all-rail carriers from Kansas City to East 
St. Louis. The admitted effect of such an arrangement 
would be to establish through rates via the lines of the 
navigation company and the defendants from Kansas City 
to the Virginia ports of 20.2 cents on flour and 19.4 cents 
on corn meal and articles taking the same rate. Thus, 
complainant urges, the Kansas City shippers would ben- 
efit to the extent of 1.8 cents on flour and 1.6 cents on 
corn meal and articles taking the same rate. 


The navigation company asserts that it is prepared 
to deliver traffic to defendants at East St. Louis under 
circumstances and conditions similar to those attending 
the delivery of through traffic to them by the all-rail 
carriers from Kansas City; that it will absorb the switch- 
ing charges on traffic delivered to defendants under joint 
rates, and that, to the Virginia ports at least, the de- 
fendants will receive the same divisions out of the pro- 
posed through rates that they now receive out of the 
all-rail rates before mentioned. On domestic traffic, un- 
der an arrangement for through routes at the combination 
of rates to and from East St. Louis, the defendants 
would absorb the switching charges on traffic delivered 
to them and would get their local or proportional rates 
from the- river to the eastern points of destination. 

Complainant introduced no evidence whatever tend- 
ing to show what a reasonable rate would be on export 
traffic to the Virginia ports. Defendants introduced some 


evidence of an analytical nature for the purpose of show- 
ing that the 13-cent division of the through all-rail rate 
is unremunerative, but this evidence need not be con- 
sidered at the present time, since, for reasons to be stated 
later, we can on this record make no order establishing 


a specific rate, and in no event can we prescribe the 
divisions of a joint rate until it has-been fixed in amount 
and the carriers have failed to agree upon the divisions 
thereof. 

Defendants show that in operating through routes 
with complainant they would have the duty of furnishing 
equipment to the navigation company which would in- 
volve from two to four switching movements on cars 
sent from their break-up yards to the navigation com- 
' pany’s terminal for loading and return to their classifi- 
cation yards, whereas on traffic received from the all-rail 
lines the latter furnish the equipment and the only switch- 
ing necessary is from the interchange point to defendants’ 
classification yards. In addition to the expense of fur- 
nishing equipment there would be per diem expenses of 
45 cents per day on foreign cars, which the connecting 
railway would be entitled under the per diem rules to 
reclaim from defendants. Estimating the detention at 
four or five days, defendants place the per diem expense 
at $1.80, or $2.25 per car. It is to be noted that this is 
only an estimate or guess as to the extent of the de- 
tention. 

When shippers at Kansas City and vicinity deliver 
grain or grain products to any one of the carriers oper- 
ating therefrom, such carrier issues its own bill of lading 
showing the routes and rates to the ultimate domestic 
destinations or ports of export. It appears that there 
is a practice among shippers at Kansas City of taking 
the western line’s bills of lading to the Kansas City 
representative of the eastern or delivering line, who 
takes up the western line’s bill of lading and issues in 
exchange therefor the eastern line’s bill of lading. The 
navigation company asks that defendants be required in 
the future to so honor its bills of lading, which in the 
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past they have refused to do on the ground that they 
were disinclined to assume responsibilities which should 
rest upon it as the initial carrier. Complainant asserts 
that defendants’ refusal to so exchange its bills of lading 
is injustly discriminatory and subjects it to disadvantage 
in getting shippers to route traffic via its line. 

This practice or custom of exchanging bills of lading 
is said to have developed from the preference or demand 
of the eastern consignees, who usually accept a sight 
draft with bill of lading attached and prefer to have a 
bill of lading of their home or delivering road. It thus 
appears that the eastern line issues a bill of lading for 
property which has not at the time been delivered to 
it and which, possibly, might never come into its pos- 
session. What happens in the event of wreck or diver- 
sion is not disclosed by the record. A witness for de- 
fendants stated that he considered it highly improper 
to have in the hands of a consignee an all-rail bill of 
lading representing a movement initiated by a water 
carrier. Counsel for the same lines disavows the prac- 
tice as between the rail lines and states on brief that 
it is improper and misleading, and instead of being ex- 
tended to bills of lading issued by the navigation com- 
pany, should be prohibited absolutely. The record is not 
clear in respect of the details or the extent of the prac- 
tice referred to, and we are not to be understood as 
approving it. If, however, the practice be indulged in 
as to other carriers, we think it is unjustly discrimi- 
natory against complainant to refuse like recognition to 
its bills of lading. 

If the navigation company interclranges traffic under 
any arrangement for through interstate carriage with 
rail lines at East St. Louis or at Kansas City that is not 
covered by tariffs on file with this Commission, such 
action is unlawful. 

With respect to the implied doubt on defendants’ part 
of the financial responsibility of the navigation company, 
it seems proper to observe that the latter is a going 
concern and apparently capable of assuming the respon- 
sibilities which would be imposed upon it as a partici- 
pating carrier in through routes and rates. But, even if 
that should not be so, it does not of itself justify a refusal 
to establish through routes and joint rates, since the 
Congress apparently had in mind the possibility of such 
a situation when by the Panama Canal act it empowered 
this Commission to establish through routes and joint 
rates between rail and water carriers, and provided, 
among other things, that orders of the Commission— 


May be conditioned for the payment of any sum or the giv- 
ing of security for the payment of any sum or the discharge of 
any obligation which may be required by the terms of said 
order. 


The question of the propriety of through routes pre- 
sented by this case is not limited to the interests of the 
contending parties. It is a matter of public interest. 


A natural waterway, improved by the expenditure of public 
funds, should be thrown open, as far as possible, to the free 
and unrestricted use of all those who desire to avail themselves 
of it. . . . A navigable river is a public highway, a natural 
avenue of commerce, and the public interests demand that its 
advantages be utilized to the fullest extent. 

It is true that the Act to regulate commerce, in giving to 
this Commission authority to establish through routes and joint 
rates, was not intended to require us to establish through routes 
and joint rates whenever requested to do so, without regard to 
the peculiar circumstances of each case. In view of the fact 
that the act was designed to promote the free movement of 
interstate commerce, and bearing in mind that a large riyer is 
a natural artery of commerce, it would seem that any respon- 
sible common carrier operating on the river in question would 
be prima facie warranted in requesting this Commission to 
allow that carrier to participate to the fullest possible extent 
in the interstate traffic originating on that river. (Decatur Navi- 
gation Co. vs. L. & N. R. R. Co., 31 I. C. C., 281, 288.) . 


We are of opihion, and find, that defendants’ refusal 
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to join with the navigation company in through routes 
and joint rates on grain products to the Virginia ports 
for export is not consonant with the requirements of sec- 
tion 1 of the act and that it is unduly prejudicial against 
complainant under section 3. We are further of the opin- 
ion, and find, that defendants should join with the com- 
plainant in the establishment of through routes and joint 
rates on grain products from Kansas City, Mo., and Kan- 
sas City, Kan., to Norfolk and Newport News, Va., when 
for export. 

The evidence before us does not justify a finding as 
to the measure of reasonable maximum joint rates to the 
Virginia ports, and even if it did we could issue no order, 
since the connecting railway would be a necessary party 
to such rates. We find upon reference to the tariffs that 
the all-rail lines from Kansas City have now re-estab- 
lished the former rates of 22 cents on flour and other 
products taking the same rate, and 21 cents on corn meal 
and other products taking the same rate from Missouri 
River points to the Virginia ports for export Joint rates 
between the navigation company and defendants’ lines 
should not be greater than the all-rail rates. We are 
not advised whether the divisions are the same under 
these reissued rates that they were in former years, and 
we are not prepared to say that defendants should be 
required to accept the former all-rail division of 13 cents 
out of joint rates with the navigation company. If there 
be dissimilarity of circumstances and conditions attend- 
ing the interchange of traffic with the navigation com- 
pany compared with interchanges with the all-rail lines, 
defendants are entit?ed to be compensated for the greater 
expense, either by a larger division of the through rate 
or by reasonable additional charge. Chattanooga Packet 
Co. vs. I. C. R. R. Co., 33 I. C. C., 384, 393 (The Traffic 
World, April 3, 1915, p. 707). 

We shall expect the parties to the record to comply 
with the findings and suggestions herein and, if possible 
to do so, without further recourse to the Commission. 
Pending that action the record before us will be held 
open. If the parties do not establish the through routes 
to the Virginia ports for export and joint rates applicable 
thereto within 60 days from the date of service of this 
report, the Commission will entertain a motion by com- 
plainant to amend its complaint by making the connecting 
railway a party defendant, and will thereupon take such 
further steps as may be necessary to give effect to these 
findings. 


NOTICE OF CAR ARRIVAL 


CASE NO. 7059 (34 I. C. C., 75-76) 
OHIO IRON & METAL CO. VS. ELGIN, JOLIET & EAST- 
ERN RAILWAY CO. 


Submitted Nov. 1, 1914. Decided April 26, 1915. 


Defendant mailed notice of arrival of a car of scrap iron at 
Chicago Heights, Ill., which was never received by the con- 
signee; Held, That the carrier’s duty was performed when 
it placed notice in the mail and that demurrage charges 
were properly assessed. Refund of $1 overcharge directed. 


BY THE COMMISSION: 

Complainant is a corporation engaged in buying and 
selling scrap iron and steel, with principal place of busi- 
ness at Chicago, Ill. By complaint, filed June 29, 1914, 
it alleges that $48-demurrage charges were exacted un- 
lawfully on a carload of scrap iron shipped from Duluth, 
Minn., to Chicago Heights, Ill., on Nov. 1, 1912. Repara- 
tion is asked. The matter was presented informally Oct. 
17, 1913. 

The shipment reached Chicago Héights Nov. 14 or 
15, 1912. Complainant’s witness testified that the first 
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notice received of the arrival was a telephone communi- 
cation from defendant Jan. 16, 1913; that immediately 
upon receipt thereof arrangements were made for the 
disposition of the car, and that the demurrage complained 
of was assessed at the rate of $1 per day in the interim. 

Shipments of scrap iron purchased by complainant are 
consigned to complainant at a designated point. Upon 
their arrival, complainant gives orders for delivery to 
its customers at the same points or for reconsignment. 
Complainant’s witness testified that it was the practice 
of the carrier to give immediate notice of the arrival of 
shipments, following with written request for disposition 
orders in case such orders were not given promptly after 
the initial notice, and that complainant was prepared to 
dispose of the carload involved immediately upon arrival. 
As previously stated, complainant denies categorically that 
any notice whatever was received in connection with the 
car involved until Jan. 16, 1913. Defendant’s witness, 
whose duty it was to advise consignees of the arrival of 
cars at the time this shipment was received, testified 
that in accordance with the general custom he had sent 
complainant formal notice of the arrival of the car upon 
the day of its arrival. He was unable to produce a copy 
of the notice, but offered in evidence a carbon copy of 
a letter addressed to complainant, dated Nov. 18, 1912, 
advising complainant that the car had been received. 
He testified that he had written this letter; that he had 
not mailed it himself, but that it had taken the regular 
course of other correspondence out of the office, and that 
in the regular course of business it would have been 
placed in the mail on the day it was written. He also 
testified that he had at various times after the dispatch 
of the letter communicated with complainant’s office by 
telephone relative to the matter. 

Defendant’s demurrage tariff provides that— 


Consignee shall be notified by this railway agent in writing, 
or as otherwise agreed to by this railway and consignee, within 
twenty-four hours ofter arrival of cars and billing at destina- 
tion, such notice to contain point of shipment, car initials and 
numbers, and the contents, and if transferred in transit, the 
initials and numbers of the original car. In case car is not 
placed on public-delivery track within twenty-four hours after 
notice of arrival has been sent a notice of placement shall be 


given to consignee. 


Also: 


On cars held for orders time will be computed from the first 
7 a..m. after the day on which notice of arrival is sent to con- 


signee. 

Upon all of the facts of record we find that on Nov. 
18, 1912, defendant placed in the mail a letter properly 
addressed to complainant advising complainant of the 
arrival of the car involved; that the mailing of this letter 
fully discharged defendants’ duty under its tariff, and 
that the demurrage charges of $1 per day were properly 
imposed from Nov. 20, 1912, to Jan. 16, 1913, both inclu- 
sive, Sundays and holidays excepted. On this basis the 
demurrage would have amounted to $47. It appears, 
therefore, that there was an overcharge of $1 on the ship- 
ment which must be refunded. An order will be entered 


accordingly. 





ORDER. 

It is ordered, That the above-named defendant be, 
and it is hereby, authorized and directed to pay unto the 
complainant, Ohio Iron & Metal Co., on or before July 
15, 1915, the sum of $1, with interest thereon at the rate 
of 6 per cent per annum from Feb. 5, 1913, as reparation 
on account of demurrage charges assessed on one carload 
of scrap iron at Chicago Heights, IIl., shipped from Duluth, 
Minn., which charges so exacted have been found to have 
been unlawful, as more fully and at large appears in and 
by said report of the Commission. 
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BOAT LINE CONTROL PERMITTED 


CASE NO. 6709 (34 I. C. C., 83-85) 

APPLICATION OF THE ANN ARBOR RAILROAD CO., 
UNDER THE PROVISIONS OF SECTION 5 OF THE 
ACT TO REGULATE COMMERCE, AS AMENDED 
BY THE PANAMA CANAL ACT, IN CONNECTION 
WITH THE OPERATION OF CERTAIN CAR-FERRY 
BOATS PLYING ON LAKE MICHIGAN. 


Submitted July 22, 1914. Decided May 11, 1915. 


Upon application of the Ann Arbor R. R. Co. under the pro- 
visions of Section 5 of the Act to regulate commerce, as 
amended by the Panama Canal act, to continue its owner- 
ship and operation of certain car-ferry boats plying on Lake 
Michigan; Held: 

1. Parallel All-Rail Routes via Chicago Competitive.—That the 
existence of paralleling through all-rail routes, via Chicago, 
reaching the ports served by the petitioner’s boats, in which 
the petitioner participates, makes it possible for it to com- 
pete with its boats within the meaning of the act. 

2. Operation in Interest of Public.—That the existing specified 
service by water is being operated in the interest of the 
public and is of advantage to the convenience and commerce 
of the people, and that an extension thereof will neither ex- 
clude, prevent, nor reduce competition on the routes by 
water under consideration. 


McCHORD, Chairman: 

The Ann Arbor Railroad Co. petitions herein, under 
the provisions of section 5 of the Act to regulate com- 
merce as amended by the Panama Canal act, for authority 
to continue its operation of car ferries across Lake 
Michigan. 

The Ann Arbor Railroad Co. operates a line of rail- 
road extending from the city of Toledo, O., in and through 
the state of Michigan, for a distance of nearly 300 miles 
to the village of Frankfort, Mich., on the eastern shore 
of Lake Michigan. In connection with its rail operations 
this petitioner owns and operates three car-ferry boats 
used for the transportation of loaded and empty freight 
cars from its terminus at Frankfort to the ports of Man- 
istique, where said cars are delivered to and received 
from the Soo line and the Manistique & Superior Rail- 
road; Menominee, where deliveries are made to the Chi- 
cago, Milwaukee & St. Paul Railway and the Chicago & 
Northwestern Railway; Kewaunee, where connection is 
made with the Green Bay & Western, and, over that line, 
with the Chicago, Milwaukee & St. Paul, and Manitowoc, 
where cars are interchanged with the Chicago & North- 
western and the Soo line roads, all on the west bank of 
Lake Michigan. 

The car-ferry boats owned and operated by the peti- 
tioner are designated as Nos. 3, 4 and 5. Nos. 3 and 4 
have a capacity of 21 cars each, while No. 5 has a capacity 
of 32 cars. The principal commodities moving via this 
route westbound are coal to the northwest and grain, 
lumber and grain products moving eastbound. Ninety- 
nine per cent of the freight moving via these boats is 
through traffic. The boats are also equipped to carry 
passengers. No package freight is hauled except when 
loaded in cars. 

The boats of the petitioner are operated as a part 
and parcel of its railroad and not as a separate organiza- 
tion. The water service here concerned is practically 
a terminal operation. The distance between the ports 
served varies from 60 to 100 miles, the longest distance 
being from Frankfort to Manistique. The operation of 
these car-ferry boats by the petitioner furnishes a valu- 
able adjunct to its railroad system, in that it is able 
thereby to effect connections with these northwestern 
roads for the movement of through traffic, from which 
it would otherwise be excluded, and it appears that from 
45 to 55 per cent of the traffic moving via the line of the 
petitioner is in connection with these lake ferry routes. 
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It appears that conditions in the territory served by 
the rails of the petitioner have changed since their con- 
struction, and that whereas formerly this territory was 
a large producer of timber and lumber products, with the 
traffic incident to such production, now that the timber 
resources have been practically exhausted this traffic 
has greatly decreased and there has been no marked 
agricultural development or other local development which 
furnishes traffic to replace that formerly incident to the 
lumber projects. It is therefore important to the petitioner 
that its participation in the through traffic which it is able 
to secure by means of its car-ferry boats be preserved to it. 

It appears that the petitioner absorbs out of its rail 
revenue the cost of this ferryboat service and that if 
it were forced to depend on an independently operated 
ferry or ferries its absorption out of its rail revenues 
would be greater, since it would then be required to pay 
not only the cost of operating such ferryboats, but a 
reasonable profit thereon to the independent operators. 

The routes from the west bank ports via these car 
ferries and the petitioner’s rails furnishes an expedited 
service as compared with the all-rail route from said 
ports via Chicago, and the rates applicable from these 
four ports via said route are practically the same as apply 
to and from Chicago from any given common point east 
thereof. It appears that freight may move from Man- 
istique, Mich., to Cleveland, O., in four days via this 
ferry and rail route, whereas for an all-rail movement via 
Chicago the time required would be twice as long. 

It does not appear that the petitioner owns paralleling 
rails reaching the ports served by its boats, nor does 
it appear that it is an integral part of a system owning 
such rails. It does appear, however, from tariffs on file 
with the Commission, that the petitioner participates in 
paralleling through all-rail routes via Chicago to the ports 
served by its boats, and that it is possible for the peti- 
tioner, by means of such through all-rail routes, to com- 
pete with its boats within the meaning of the act. 

It appears that the rates, rules and regulations ap- 
plicable via the water service here under consideration 
are filed with the Commission as a part of the petitioner’s 
tariffs. 

From a consideration of all the circumstances and 
conditions, the Commission is of opinion and finds that 
the existing specified service by water is being operated 
in the interest of the public and is of advantage to the 
convenience and commerce of the people, and that a 
continuance thereof will neither exclude, prevent nor 
reduce competition on the several routes by water here 
under consideration. An order will be entered accord- 
ingly. 





ORDER. 

It is ordered, That the application of the petitioner 
herein for an extension of time beyond July 1, 1914, 
within which it may continue its operation of the service 
by water referred to in said report be, and it is hereby, 
granted, subject to such further order or orders as may 
hereafter be entered by the Commission. 


BOAT LINE CONTROL PERMITTED 


—_—_—_—- 


CASE NO. 6691 (34 I. C. C., 86-89) 


APPLICATION OF THE PERE MARQUETTE AND 


BESSEMER & LAKE ERIE RAILROAD COM- 
PANIES, UNDER THE PROVISIONS OF SECTION 
5 OF THE ACT TO REGULATE COMMERCE, AS 









AMENDED BY THE PANAMA CANAL ACT, CON- 
CERNING THEIR INTEREST IN AND OPERATION 
OF CERTAIN CAR-FERRY BOATS. 


Submitted June 26, 1914. Decided May 11, 1915. 


Upon application of the Pere Marquette R. R. Co., under the 
provisions of Section 5 of the Act to regulate commerce, as 
amended by the Panama Canal act, to continue its interest 
in and operation of certain ferryboat lines, and upon a like 
application of the Bessemer & Lake Erie R. Co. to con- 
tinue its interest in and joint operation of the Marquette & 
Bessemer Dock & Navigation Co.; Held: 

1. Ferry Boats Do Not Compete.—That the record does not 
show that the rail lines of the Pere Marquette R. R. Co. 
compete with its ferryboats operating on the Detroit River 
between Detroit, Mich., and Windsor, Ont., and on the St. 
Clair River between Port Huron, Mich., and Sarnia, Ont., 
within the meaning of the Act to regulate commerce as 
amended. 

2. Paralleling All-Rail Routes Competitive With Lake Michigan 
Boats.—That the Pere Marquette R. R. Co. is a party to 
paralleling through all-rail routes via Chicago to the ports 
served by its ferryboats operating on Lake Michigan, and 
that within the meaning of the act said petitioner may 
compete with such ferryboats. 

3. Paralleling All-Rail Routes Competitive With Boats on Lake 
Erie.—That the petitioners, Pere Marquette R. R. Co. and 
Bessemer & Lake Erie R. R. Co., are parties to paralleling 
through all-rail routes between the ports served by their 
ferryboat operating on Lake Erie, and that said petitioners 
may compete with said ferryboat within the meaning of the 
Act. 

4. Operation in Interest of the Public.—That the record shows 
that the existing specified services by water on Lake Erie 
and Lake Michigan are of advantage to the convenience and 
commerce of the people and that a continuance thereof will 
neither exclude, prevent nor reduce competition on the re- 
spective routes by water under consideration. The ferry- 
boat line of the petitioners will be required to file such of 
its tariffs as are not now on file with the Commission in 
accordance with the provisions of the act, to become ef- 
fective July 1, 1915. 


McCHORD, Chairman: 

This case involves the application of the Pere Mar- 
quette Railroad Co., under the provisions of section 5 
of the act, as amended by the Panama Canal Act, to 
continue its interest in the several ferryboat lines and 
ferryboats operated in connection with its railroad sys- 
tem. The Bessemer & Lake Erie Railroad Co. joins in 
the application in so far as concerns its interest in the 
Marquette & Bessemer Dock & Navigation Co., which 
is jointly owned by these two railroads. 


The Pere Marquette Railroad system extends from 
Buffalo, N. Y., through Ontario, Canada, to Windsor, On- 
tario, where it is intersected by the Detroit River. From 
Detroit it extends westerly to Chicago, its western ter- 
minus. Another branch of the road in Canada extends 
to Sarnia, Ontario, where it is intersected by the St. 
Clair River. This branch then extends from Port Huron, 
Mich., in a westerly direction to Ludington, Mich., on 
the east bank of Lake Michigan. Where its system is 
intersected by the two rivers, the Pere Marquette oper- 
ates car-ferry boats which serve to unite its rails in 
Ontario with its rails in the state of Michigan. Its car- 
ferry boat operating on the Detroit River between De- 
troit, Mich., and Windsor, Ontario, is known as Pere 
Marquette 14, and has a capacity of 26 cars. The car- 
ferry boat operating on the St. Clair River between 
Port Huron, Mich., and Sarnia, Ontario, is designated as 
the International, with a capacity of 15 cars. 


It does not appear that the Pere Marquette Railroad 
Co. owns paralleling rails reaching the ports served by 
either of these river car ferries. Nor is it a part of a 
railroad system owning such paralleling rails. Nor does 
it appear that the Pere Marquette is a party to any 
paralleling through all-rail routes between such ports, 
and it does not appear, therefore, that said petitioner 
does or may compete for traffic with its said ferryboats 
within the meaning of the act. 

It appears from the record that the Pere Marquette 
Railroad Co. owns and operates five car-ferry boats on 
Lake Michigan from Ludington, Mich., to Milwaukee, 
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Manitowoc and Kewaunee, on the west bank of Lake 
Michigan, which form extensions of its line terminating 
at Ludington and enable it to connect with certain rail 
carriers serving these west bank ports. These ferry- 
boats are known as Pere Marquette, Pere Marquette 17, 
Pere Marquette 18, Pere Marquette 19 and Pere Mar- 
quette 20, and are all equipped with limited passenger 
accommodations, operating practically throughout the 
entire year, making two trips a day to Manitowoc and 
Milwaukee. 

It does not appear from the record that the Pere 
Marquette Railroad Co. owns paralleling rails reaching 
the ports on the west bank of Lake Michigan served by 
its ferryboats, nor does it appear that it is an integral 
part of a railroad system owning such paralleling rails, 
but it does appear from tariffs on file with the Commis- 
sion that this petitioner is a party to paralleling through 
all-rail routes to said ports, by means of which it may 
compete for traffic with its ferryboats within the mean- 
ing of the act. 

It appears from the record that these ferryboats 
are a very essential part of the Pere Marquette Rail- 
road system and enable this petitioner to participate in 
through transportation to the Northwest, from which it 
would otherwise be excluded. It further appears that 
the independent operation of the necessary car ferries 
extending from its terminus at Ludington would be im- 
practicable, since it appears that no one would be able 
to operate them independently for what the petitioner 
could afford to pay an independent ferry for getting its 
cars across Lake Michigan in competition with the all- 
rail routes. These car-ferry boats appear to be operated 
on fixed schedules to expedite the through movement of 
freight. 

From a consideration of all the circumstances and 
conditions, the Commission is of opinion and finds that 
the existing specified service by water on Lake Michi- 
gan is being operated in the interest of the public and 
is of advantage to the convenience and commerce of the 
people, and that a continuance thereof will neither ex- 
clude, prevent nor reduce competition on the routes by 
water under consideration. 

The Pere Marquette Railroad Co., through operating 
rights over the London & Port Stanley Railroad from 
St. Thomas, Ontario, reaches Port Stanley, Ontario, a 
point on the north bank of Lake Erie. 


The Bessemer & Lake Erie Railroad Co. operates a 
line of railroad from Pittsburgh, Pa., to Erie, Pa., with 
a branch extending to Conneaut Harbor, O., a point on 
the south bank of Lake Erie. 


The Marquette & Bessemer Dock & Navigation Co. 
is a corporation organized under the laws of the state 
of New Jersey, with a capital stock of $50,000, divided 
into 500 shares of the par value of $100. Two hundred 
and fifty shares, or one-half of said stock, is owned by 
the Pere Marquette Railroad Co., and the remainder of 
said stock, the other half, is owned by the Bessemer & 
Lake Erie Railroad Co. 


The Marquette & Bessemer Dock & Navigation Co., 
hereafter referred to as the navigation company, owns 
and operates one steel car-ferry boat with a capacity of 
30 cars On Lake Erie between Conneaut, O., and Port 
Stanley, Ontario. 


It does not appear that either of the petitioners 
owns paralleling rails reaching the ports served by said 
ferryboat or that either is an integral part of a railroad 
system owning such paralleling rails. It does appear, 





am Ort ot Ot OS Q f- frst oe aS 


a 2 cds Go os at 





ake 
ing 
rail 
‘Ty- 
a7, 

lar- 
ger 
the 
ind 


nd 
at 
hi- 
1d 
he 


by 












May 29, 1915 





however, from tariffs on file with the Interstate Com- 
merce Commission, that each of these petitioners is a 
party to through all-rail routes via the Buffalo gateway 
to said ports, and it therefore results that each of the 
petitioners may compete for traffic with their boat with- 
in the meaning of the act. 

It appears from the record that the chief traffic 
hauled by the petitioners’ ferryboat is coal for railroad 
use in Canada, originating on the line of the Bessemer 
& Lake Erie Railroad. By means of the ferryboat these 
petitioners are able to furnish an expedited service for 
this traffic, which would otherwise have to move through 
the Niagara frontier and be subject to the delays inci- 
dent to the congestion there. 

From a consideration of all the conditions and cir- 
cumstances, the Commission is of the opinion and finds 
that the existing specified service by water on Lake 
Erie is being operated in the interest of the public, and 
is of advantage to the convenience and commerce of the 
people, and that a continuance thereof will neither ex- 
clude, prevent nor reduce competition on the route by 
water under consideration. 

The Marquette & Bessemer Dock & Navigation Co. 
will be expected to file such of its tariffs with the Com- 
mission as are not now on file, according to the provi- 
sions of the Act to regulate commerce, to be effective 
by July 1, 1915. The same also applies to the water 
service on Lake Michigan operated by the petitioner, 
Pere Marquette Railroad Co. 


An order will be entered accordingly. 





ORDER. 

It is ordered, That the application of the petitioners 
herein for an extension of time beyond July 1, 1914, 
within which they may continue their interest in and 
operation of the Marquette & Bessemer Dock & Naviga- 
tion Co., which owns and operates a car-ferry boat ply- 
ing between the ports of Conneaut, O., and Port Stan- 
ley, Ontario, on Lake Erie, referred to in said report, 
be, and is hereby, granted, subject to such further order 
or orders as may be hereafter entered by the Commis- 
sion. 


It is further ordered, That the application of the 
Pere Marquette Railroad Co. for an extension of time 
beyond July 1, 1914, within which it may continue its 
interest in and operation of the car-ferry boats plying 
Lake Michigan, referred to in said report, be, and it is 
hereby, granted, subject to such further order or orders 
as may be hereafter entered by the Commission. 

And it is further ordered, That the rates, schedules 
and regulations incident to the services by water herein 
concerned that are not now on file with the Commission 
must be filed and posted to the public, as required by 
the Act to regulate commerce and the rules and regula- 
tions of the Commission, to become effective July 1, 1915. 


DISCRIMINATION NOT UNDUE 


CASE NO. 6937 (34 I. C. C., 90-92) 
PARLIN & ORENDORFF CO. VS. ILLINOIS CENTRAL 
RAILROAD CO. ET AL. 


Submitted November 1, 1914. Decided April 26, 1915. 


The discrimination at present existing against Canton, IIl., in 
favor of Peoria, Ill., in the rates on agricultural implements 
in carloads to local points on the Illinois Central R. R. in 
Kentucky, Tennessee and Mississippi not found to be undue. 

The question of unreasonableness of rates from Canton not 

decided, owing to readjustment being made in connection 

with Fourth Section Order No. 3866. Complaint dismissed. 
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BY THE COMMISSION: 

Complainant is a corporation engaged in the manu- 
facture of agricultural implements, having its principal 
place of business at Canton, Ill. By complaint, filed May 
22, 1914, it alleges that defendants charged unreasonable 
and discriminatory rates for the transportation of agri- 
cultural implements in carloads from Canton to various 
local points in Kentucky, Tennessee and Mississippi, on 
the IlHinois Central Railroad and the Yazoo & Mississippi 
Valley Railroad. 

As the last-named carrier was not made a party de- 
fendant, the traffic involved to points on the Illinois 
Central only can be considered. 


Peoria, on the Illinois Central in central Illinois, is 
a city of 60,000 or 70,000 inhabitants and is served also 
by 12 other railroads. Canton, a town of 10,000 or 11,000 
inhabitants, is located about 20 miles southwest of Peoria, 
on a branch line of the Chicago, Burlington & Quincy 
Railroad and on the main line of the Toledo, Peoria & 
Western Railway. Shipments from Canton to the des- 
tination points involved moved over the Chicago, Bur- 
lington & Quincy to East St. Louis; thence over the 
Illinois Central, through Cairo, Ill., to destination; ship- 
ments from Peoria to the same points move exclusively 
over the Illinois Central through Cairo. The distances 
from Canton range from 350 to 600 miles, from 30 to 35 
miles greater than the distances from Peoria. 

During the period from June 25, 1908, to Sept. 9, 1910, 
Canton took specific through commodity rates equal to 
the rates applicable from Peoria on agricultural imple- 
ments to all points on the Illinois Central in Kentucky, 
Tennessee and Mississippi. On the date last mentioned 
the commodity rates from Peoria, Canton and other points 
were canceled, with provision for the application of class 
rates. Class K rates, subject to the Southern Classifica- 
tion, applied to agricultural implements. The class K 
rates from Peoria, which were the same in most cases 
as the specific commodity rates previously in effect, did 
not apply, however, from Canton and since the cancella- 
tion of the commodity rates referred to that community 
has been compelled to pay to most local points on the 
Illinois Central the combinations of intermediate rates 
based on East St. Louis. The Peoria rates apply to a 
few local points on the Illinois Central and to all com- 
mon or junction points served by lines other than the 
Illinois Central. An exhibit introduced by complainant 
comparing rates from Peoria and Canton to certain illus- 
trative’ destinations shows that while the former com- 
modity rates ranged from 33 to 52 cents per 100 pounds, 
the present rates range from 36% to 60% cents, repre- 
senting increases averaging from 7 to 8 cents per 100 
pounds. 

Complainant’s attack is directed entirely against the 
incréased rates established Sept. 9, 1910. The conten- 
tion is that they should not exceed the rates in effect 
immediately prior to that date. Complainant’s witness 
stated specifically that complainant had no interest in 
the relation maintained between Peoria and Canton, but 
introduced in evidence a statement showing that points 
of origin on the Illinois Central some 200 or 300 miles 
farther than Canton from certain destination points Tep- 
resentative of the destinations here involved have lower 


_ rates on agricultural implements than the rates assailed 


from Canton. Defendants argue that Canton properly 
should take higher rates than Peoria, because Peoria and 
the destination points involved are all on the Illinois Cen- 
tral, so that the destination points can be reached with 
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a single continuous haul from Peoria without interme- 
diate switching or terminal service, whereas shipments 
from Canton require a two-line haul between 30 and 35 
miles longer than the single-line haul from Peoria, with 
expensive terminal service at East St. Louis and the ab- 
sorption of a switching charge there imposed; that 
through rates from north of the Ohio River to points 
south of the river are constructed generally on the basis 
of the full combinations over the river, and that the cir- 
cumstances described relative to transportation from Can- 
ton render reasonable the construction of rates from 
Canton on this basis. 

In addition, defendant’s witness testified that Canton 
was accorded the same treatment as other points in the 
former Peoria group not reached by the rails of the Illi- 
nois Central, which points all pay higher rates than 
Peoria to local stations on the Illinois Central south of 
the Ohio River. It appears, ‘moreover, that agricultural 
implements do not load much in excess of 20,000 pounds 
per car; that they are quite bulky in proportion to their 
weight, and that they are subject to damage in transit. 

Upon all of the facts of record we find that de- 
fendants are justified in charging higher rates to the 
points of destination here involved from Canton than 
from Peoria, and that the present disparity between the 
rates from the two points is not undue. We do not de- 
cide whether the rates from Canton are or are not un- 
reasonable per se. Practically all the rates from points 
north of the Ohio River to points south of the river are 
composed of local or proportional rates to and from Ohio 
River crossings, and the carriers are now revising their 
tariffs covering the factors south of the river, with a 
view to removing existing inconsistencies and fourth 
section departures under the permission granted in con- 
nection with our Fourth Section Order No. 3866. This 
revision undoubtedly will result in certain changes in the 
rates here assailed, and we therefore deem it advisable 
to await the completion of the revision, and not attempt 
to fix specific rates from Canton to the destinations here 
involved upon the record here presented. 

An order dismissing the complaint without prejudice 

“will therefore be entered. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed without prejudice. 


COAL FROM CROOKSVILLE DISTRICT 


CASE NO. 6796 (34 I. C. C., 93-101) 
SAN TOY COAL CO. VS. AKRON, CANTON & YOUNGS- 


TOWN RAILWAY CO. ET AL. 
Submitted Oct. 17, 1914. Decided March 30, 1915. 


1. Coal Rates Unjustly Discriminatory.—Complainant attacks 
as unreasonable and unduly discriminatory defendants’ ‘rates 
on bituminous coal in carloads from San Toy, Ohio, and 
other points in the Crooksville, Ohio, coal district to Chi- 
cago, Ill., and to points in the states of Illinois, Indiana and 
Michigan. Upon the facts disclosed of record; Held, That 
the rates unjustly -discriminate against shipments from 
mines of complainant and others located in the same district 
in favor*of mines located in the middle district of Ohio. 
Defendants required to remove the discrimination. 

2, Rates Not Unreasonable.—Complaint is also made of rates 
from San Toy and other points in the Crooksville district to 
Lake Erie ports for transshipment; Held, That the evidence 
fails to show that the rates complained of are unreasonable 
or otherwise in violation of law. 


HARLAN, Commissioner: 
In this complaint it is alleged that the rates of the 
defendant carriers on bituminous coal in carloads from 


San Toy, in the state of Ohio, to Chicago and to points 
in the states of Michigan, Indiana and Illinois, and to 
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C.eveland, Sandusky, Toledo and other points in the 
state of Ohio, for transshipment by the lakes, are un- 
reasonable and unjustly prejudicial to San Toy, and 
unduly preferential of points in the same coal field and 
in adjacent coal fields. 


The Peabody Coal Co. and the Upson Coal & Mining 
Co., owning mines, respectively, at McCuneville and 
Dixie, both in the state of Ohio, and in the immediate 
vicinity of San Toy, have intervened in support of the 
complainant and in behalf of themselves. Reparation is 
asked both in the complaint and intervening petition. 


The Pennsylvania Co. and Pittsburgh, Cincinnati, Chi- 
cago & St. Louis when referred to jointly are hereinafter 
called the Pennsylvania system, and the Zanesville & 
Western, Toledo & Ohio Central, and Lake Shore & Michi- 
gan Southern when referred to jointly are hereinafter 
called the New York Central system. The mines at San 
Toy, Dixie and McCuneville are all on the Baltimore & 
Ohio Railroad; the first-named station lies 22 miles south 
of Zanesville, while the two mines last mentioned are 
about 12 miles west of San Toy. The coal mines of 
complainant and interveners are in what is denominated, 
by mine owners and mine operators in the region and 
by the Pennsylvania system in its tariffs, as the “Crooks- 
ville” coal district. On the New York Central system 
and the Baltimore & Ohio the region is referred to as 


the Hocking and “Shawnee” district, respectively. For’ 


the purposes of this report the locality will be referred 
to as the Crooksville district. The latter extends in a 
southerly direction from a few miles north of Zanesville 
to San Toy and Shawnee. The mines in the district are 
reached by the Pennsylvania, the New York Central lines 
and the Baltimore & Ohio. The San Toy mines were 
formerly owned by the carrier last named, but were in 
1910 sold to interests now represented by the complain- 
ant. In 1903, to reach these mines, the Baltimore & Ohio 
constructed 4 miles of track from San Toy to Sayre, and 
to avoid further construction to its main line at Zanes- 
ville that company entered into trackage arrangements 
with the Pennsylvania and New York Central systems 
and with the Zanesville Terminal Co., by virtue of which 
coal from San Toy is transported over the tracks of 
the carriers last named from Sayre to a point of con- 
nection with the Baltimore & Ohio near Zanesville. 


The rates to Chicago and stations in Michigan, Illinois 
and Indiana will be considered first. In making. rates to 
points in these states, the Ohio coal fielas are grouped. 
North and east of the Crooksville district and separated 
from it by a small undeveloped area of coal lands is the 
middle district, served by the Baltimore & Ohio, the 
Pennsylvania and New York Central systems, and the 
Wheeling & Lake Erie. South of the latter district and 
northeast of the Crooksville region lies the Cambridge 
district, to the east of which is a field known both as 
the Ohio No. 8 and the Wheeling Creek. South of the 
Crooksville district is the Hocking thick-vein district. All 
the mines in the latter district and most of the mines 
in the Crooksville district are grouped with and take the 
same rates as the No. 8 and Cambridge mines. To points 
in the territory north of the line of the Lake Shore & 
Michigan Southern beginning at Vermilion extending 
south just east of Oberlin and Wellington, north of the 
line of the Erie to Mansfield, thence to Lima, and on and 
north of the line of the Pennsylvania Co. to Chicago the 
middle district mines take a differential of 10 cents a ton 
under the other districts. 

The testimony shows that in both the Crooksville and 
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the Middle districts a thin seam of coal known as vein No. 
6 is mined. A thin vein of coal is one not exceeding 4 
feet in thickness. Throughout the Ohio No. 8, Cambridge 
and thick-vein Hocking districts the veins of coal run 
from 5 to 13 feet in thickness. Because of the higher 
wage scale paid to the miners and the higher relative 
cost per ton to bring it to the tipple of the mine, the 
cost of mining thin-seam coal is from 12 cents to 14 cents 
a ton greater than the cost of mining thick-seam coal. 
The coal produced in both the thick and thin vein mines 
is actively competitive. Both are excellent for domestic 
use and both are desirable for steam purposes. 


The history of the rate adjustment from the Ohio coal 
fields to Chicago and Grand Rapids, as illustrative of the 
general situation, is as follows: Some 50 years ago mines 
in what is now known as the Hocking thick-vein district 
were opened; about the same time operations began in 
the Ohio No. 8 and Cambridge districts, and all three 
districts were given the same rates to Chicago; about 
25 years ago mines were opened in the middle district 
and also in the Crooksville district on the lines of the 
Cincinnati & Muskingum Valley (now the Pennsylvania 
Co.) and Zanesville & Western. Originally there were 
applied to the middle district and Crooksville mines the 
same freight rates as were maintained from all the other 
mines in that section of Ohio, but later the operators 
of the mines in the middle district, having urged upon 
the carriers their inability to compete with the thick- 
vein operators because of the higher cost of mining the 
thin-vein coal, the carriers recognized this commercial 
condition and accorded mines in the middle district a 
rate of 10 cents per ton less than was maintained from 
the thick-vein districts to points in the territory above 
described. This was accomplished by grouping the mines 
of the middle district separately from the other districts. 
The Pennsylvania system then made applicable from the 
thin-vein mines on its lines in the Crooksville district 
to Chicago and points in Indiana and Illinois on its lines 
the same rate as was published from the middle district; 
while the lower rate was not published from the other 
thin-vein mines in the Crooksville district, the same rates 
were, as a matter of fact, unlawfully accorded them. 
Thus it appears that up to the latter part of 1902 the 
middle and Crooksville districts were on a parity with 
respect to freight charges to Chicago and points generally 
in the Northwest. 

In 1903 the San Toy mines were opened and the 
Baltimore & Ohio established therefrom the rates ap- 
plicable from the thick-vein districts. Except from the 
mines on the lines of the Pennsylvania system, rates 
from the Crooksville district are now the same as from 
the thick-vein districts. There are 14 mines in the Crooks- 
ville district on the line of the Pennsylvania Co., extend- 


ing from New Lexington, O., north to Zanesville, and in’ 


the vicinity of San Toy, Dixie and McCuneville, to which 
the Pennsylvania system accords, via its lines to Chicago 
‘and points in Indiana, the middle district rates. 

The average distance from points in the middle dis- 
trict to Chicago is 401 miles and the rate $1.55 per ton; 
from the Crooksville district the average distance is 398 
miles and the rate $1.65 per ton over the Baltimore & 
Ohio and the New York Central system and $1.55 on the 
Pennsylvania system; the average distance from points 
in the No. 8 district is 449 miles and the rate is $1.65. 

Complainant contends that the yield to carriers on 
coal, a low-grade dense traffic, should be somewhat less 
than the average received on all traffic. The average 
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revenue per car-mile received by the Baltimore & Ohio 
for the year ending June 30, 1913, was 14.24 cents for an 
average haul of 197.53 miles; at the rate of $1.55 asked 
for by complainant coal from the Crooksville district 
for an average haul of 398 miles would yield 17.13 cents 
per car-mile. The complainant also shows that under a 
rate of $1.55 the per car earnings to Chicago would be 
$68.20, as against the average per car earnings of $28.13 
on all traffic during the year 1913. The complainant 
contends that the defendants, including the Baltimore & 
Ohio, having voluntarily recognized by a reduction of the 
freight rates the higher cost of mining coal in the middle 
district, it must accord under the same. conditions the 
same consideration to the operators in the Crooksville 
district, and that their failure to do so unjustly discrimi- 
nates against the Crooksville mines in favor of mines in 
the middle district. 


The only defense of the situation complained of was 
presented by the Baltimore & Ohio. As will be recalled, 
the Pennsylvania makes the same rates from both dis- 
tricts. It is urged by the Baltimore & Ohio that the 
present rates from the Crooksville district to Chicago 
and points in Indiana, Michigan and IHinois having been 
in effect for more than 12 years, are presumptively rea- 
sonable and that comparison with other rates in the same 
territory for similar distances and with rates from the 
middle district via the lines of the Baltimore & Ohio 
alone shows that the rates from Crooksville are reason- 
able. To support this contention, an exhibit was filed 
of record showing a comparison of the rates on coal from 
San Toy in the Crooksville district -and Midvale, O., in 
the middle district, to representative destinations, to- 
gether with the distances over the lines of the Baltimore 
& Ohio and the revenue per ton-mile. 

From the fact that the average distance from the 
Crooksville mines to Chicago and Grand Rapids is sub- 
stantially the same as the average distance from the 
points in the middle district to the same destinations, it 
does not necessarily follow that the higher rates from 
Crooksville are unreasonable. The rates from the middle 
district were reduced on account of the high cost of 
mining and are not regarded by the defendant as a proper 
measure of reasonable rates. The Baltimore & Ohio 
also urges that comparisons of average revenue per ton- 
mile, per car, and per car-mile on all traffic are not fairly 
to be cqnsidered in a determination of the reasonableness 
of rates on coal. 


With respect to the discrimination feature of the com- 
plaint, the contention of the Baltimore & Ohio is that 
middle district coal is not sold in any considerable 
amount either at Chicago or at other interstate points 
to which the lower rate applies; that Crooksville coal 
competes chiefly with coal from the thick-vein Hocking 
district, and that no discrimination forbidden by law may 
properly be predicated on rates which have been made 
with respect to mining costs or other commercial con- 
ditions. It also insists that a reduction in rates from 
the Crooksville district will affect also rates from other 
districts, and particularly from the Hocking thick-vein 
district; some of the latter mines are nearer Chicago 
than the mines of the complainant and interveners, while 
that market is about equidistant from some mines in both 


. groups. While the record shows that most of the coal 


produced in the middle district is sold at Ohio points, 
it shows also that complainant and interveners at. Chi- 
cago and.other points meet the competition of middle 
district coal. it is true that Crooksville district coal is 
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in competition with the Hocking thick-vein coal, but it 
is insisted by complainant and interveners that, because 
of the higher operating cost in the Crooksville district, 
they cannot successfully meet this competition, nor can 
they successfully compete elsewhere with the mines in 
that district located on the Pennsylvania. That system 
gives to mines in the Crooksville district for hauls of 
substantially the same distance to Chicago and Indiana 
points the same rates as are maintained generally by all 
carriers to the same points from mines in the middle 
district. So far as appears from the record, transporta- 
tion conditions to Chicago and Grand Rapids are prac- 
tically the same from both the middle and Crooksville 
districts, and the average distances are substantially the 
same. 

It is earnestly contended by the Baltimore & Ohio 
that to require the defendants to maintain from Crooks- 
ville the same rates as they apply from the middle dis- 
trict is to compel them to give recognition to commercial 
conditions which should play no part in fixing freight 
rates. The Baltimore & Ohio relies upon statements 
made by the Commission in Bituminous Coal Operators 
vs. P. R. R. Co., 23 I. C. C., 385, 391 (The Traffic World, 
May 18, 1912, p. 979), to the effect that it is neither our 
function nor that of carriers to equalize economic or 
commercial conditions. In that case, however, we said: 

It is to be remembered that no showing has been made as 
to the reasonableness of rates themselves. We would not hesi- 
tate to reduce these rates because of the threat of a reduction 
from competitive fields by other carriers if unreasonableness were 
established and if the case had been presented upon the ground 


of a discrimination between competing fields upon the line of 
the carrier defendant. - 


In the case before us, however, the rates are alleged 
to be both unreasonable and discriminatory. The evidence 
shows that all the mines now operating in the Crooksville 
district are working in thin-vein seams. At one time in 
the southern part of the Crooksville district near Shawnee 
on the Baltimore & Ohio there were a number of thick- 


vein mines; these have all been worked out and are now. 


being abandoned. There are no thick-vein mines in the 
middle district. 

The Baltimore & Ohio is the only carrier serving the 
mines of the complainant and interveners. It also serves 
mines in the middle district and makes no claim that it 
was forced by the action of any other carrier to extend 
the lower rate to that district. The history of the rates 
shows, as we have stated, that soon after the middle 
district mines were opened they were given a rate 
10 cents lower than applied from thick-vein mines, which 
lower rate tended in a measure to equalize the disad- 
vantage under which the thin-vein operators were laboring. 
It is undisputed that the character of the coal and the 
mining conditions are identical in the Crooksville and the 
middle districts. If the cost of mining coal is considered 
by the carriers in fixing the rates from one district, the 
same consideration cannot lawfully be denied by the same 
carriers serving another district in which there are mines 
operating under the same conditions. In Black Mountain 
Coal Land Co. vs. S. Ry. Co., 15 I. C. C., 286, 292 (The 
Traffic World, Feb. 20, 1909, p. 872), we said: 


A carrier cannot lawfully so group its mines with respect 
of rates as to unduly discriminate against any locality. The 
duty imposed by law is to give equal treatment to all shippers 
who are in position to demand it, and this includes the right to 
reach competitive markets on relatively equal terms. Carriers 
are not required by law and could not in justice be required to 
equalize natural disadvantages, such as location, cost of pro- 
duction and the like. Where, however, the same carrier serves 
two districts which, by their location, the character of their 
output, and distance from markets where their product must be 
disposed of, are in substantially similar circumstances and con- 
ditions, the serving carrier can not lawfully prefer one to the 
other in any manner whatsoever. 


If, as they claim, carriers may, and frequently do, 
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establish and maintain rates lower than they could be 
required to publish to meet competitive or other condi- 
tions at a particular point, they are not thereby relieved 
from the obligation imposed by law to remove unjust 
discrimination which may arise from meeting competition 
or other conditions at one point and refusing to meet the 
same conditions at another point entitled to the same 
consideration. 

The ton-mile earnings of 4.06 mills from San Toy, 
Sealover and Shawnee to Chicago and 4.31 mills from the 
same points to Grand Rapids for average hauls of 406 and 
382 miles, respectively, do not indicate that the rates are 
too high. The car-mile earnings of the carriers on all 
traffic compared with similar earnings on coal shipped 
from and to the points involved and other computations 
made on similar bases are proper to be considered and 
should be given due weight in reaching a conclusion as 
to the reasonableness of the rates in question. Giving 
due consideration to all the facts shown of record, we 
are not convinced that the rates in question are unrea- 
sonable per se. We find, however, that the maintenance 
by the defendants to Chicago, Grand Rapids and other 
interstate points of the lower rates from mines in the 
middle district than are contemporaneously charged to the 
same destinations from mines in the Crooksville district 
is unduly prejudicial to complainant and interveners and 
subjects them to undue prejudice and disadvantage, in 
violation of section 3 of the act. This discrimination the 
defendants will be required to remove. We are not im- 
pressed with the contention of the Baltimore & Ohio that 
if the discrimination be removed by a reduction to the 
level of the rates from the middle district of the rates 
from the mines of complainants and interveners there 
will necessarily or probably follow like reductions from 
other coal districts. The Baltimore & Ohio does not reach 
the Hocking thick-vein district. For many years the Penn- 
sylvania system has maintained from mines on its line 
in the Crooksville district to Chicago and points in Indi- 
ana rates 10 cents per ton lower than those applied at 
the same time from mines in the same district located 
on the rails of the Baltimore & Ohio. This has not re- 
sulted in disturbing the rates from other districts. It is 
difficult to understand how our action in placing the mines 
on the Baltimore & Ohio on the same rate basis accorded 
to mines on the Pennsylvania system and all other car- 
riers from the middle district will necessarily result in 
a reduction of the rates from districts where different 
conditions prevail. 

A somewhat different situation than has just been 
considered exists with reference to the rates to Lake 
Erie ports for transshipment, of which complaint is 
made. It is the contention of complainant that these 
rates from the Crooksville district are unreasonable when 
compared with the rates from the middle district and 
No. 8 district. The rates per net ton from the Crooks- 
ville and Hocking thick-vein districts for the past 10 
years have been as follows: Previous to April 1, 1903, 
77 cents; April 1, 1903, to April 1, 1907, 80 cents; April 
1, 1907, to May 26, 1912, 85 cents, and May 26, 1912, to 
date, 75 cents. 

The average distances from various districts to the 
Lake Erie ports named, with the rates per ton f. o. b. 
docks are shown in the following table: 


To To 

Sandusky. ToLorain. Cleveland. Grand 

Av. Av. AV. av. 

dis., dis., : dis., dis., 

From— miles. Rate. miles. Rate. miles. Rate. miles. 
Middle district ..... 155 $0.65 100 $0.65 114 $0.60 123 
Crooksville district.. 158 -75 218 75 155 .15 173 
Se eS eee 200 -75 154 .75 132 Py (3) 162 
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The following table shows distances in miles, rates 
per ton and the yield per ton-mile in mills from various 
coal districts to Lake Erie ports: 


Distance, Yield, 

miles. Rate. mills. 

San Toy to Sandusky...........ccccses 166 $0.75 4.52 

Sam Ft BO SE. 6 < éhns wo 00 oris > ectene 227 -75 3.30 

Hocking district to Toledo (H. V. Ry.) 193 -75 3.88 

Pittsburgh to lake ports ............. 160 -78 4.87 

No. 8 district to Huron (W. & L. E.).. 146 -75 5.1 
No. 8 district to Cleveland (Pennsyl- 

WH ia $-9 a. ada s cco ice. 0'nals <eteeweamithes 135 -75 5.5 


Rates on coal from the Ohio and related coal districts 
to Lake Erie ports have heretofore been considered by 
the Commission. In Boileau vs. P. & L. E. R. R. Co., 
22 I. C. C., 640 (The Traffic World, Mch. 23, 1912, p. 551), 
we held that a rate of 88 cents from the Pittsburgh 
district to Ashtabula was unreasonable to the extent that 
it exceeded 78 cents. For the average haul of 160 miles 
to all the lake ports that rate yields per ton-mile earnings 
of 4.87 mills. In Pittsburgh Vein Operators of Ohio vs. 
Pennsylvania Co., 24 I. C. C., 280 (The Traffic World, 
July 6, 1912, p. 9), we held unreasonable a rate of 85 
cents from the No. 8 district of Ohio to Huron and Cleve- 
land, and prescribed a maximum rate of 75 cents. The 
ton-mile yield at the reduced rate for an average haul 
of 140 miles is 5.3 mills. In New Pittsburgh Coal Co. 
vs. H. V. Ry. Co., 24 I. C. C., 244 (The Traffic World, 
July 6, 1912, p. 31), we found not to be unreasonable a 
rate of 75 cents on coal shipped from the Hocking coal 
district to Toledo. The distance was 193 miles, and the 
yield per ton-mile 3.8 mills. Rates to the lakes from 
the various coal fields competing at the ports bear a 
relation to each other, and it is contended by complain- 
ant that the Commission has not considered in any case 
the relation to one another of the Ohio districts with 
respect to rates to the lakes. Even if this were the 
fact, we may not properly disregard the relationship be- 
tween the rates from the Ohio districts and those from 
other districts, the coal from which seeks competitive 
markets under like conditions. Nor may we with pro- 
priety consider San Toy alone, or compare rates from 
that station with rates from selected points in other 
districts. To consider each coal-producing point with 
respect alone to distance would be destructive of all dis- 
trict or group rates. 

In making rates to lake ports for transshipment the 
carriers select the nearest ports where they have ade- 
quate terminal and unloading facilities. For instance, the 
rate from Bergholz, in the middle district, to Cleveland, 
a distance of 107 miles, is 60 cents. The average dis- 
tance from the middle district to Cleveland is 120 miles. 
From San Toy to Sandusky the distance if 166 miles, and 
at the rate of 75 cents now in effect the ton-mile earnings 
are 4.52 mills. The rate to Sandusky from the middle dis- 
trict is 65 cents for a distance of 155 miles; the complain- 
ant alleges that the rate from the Crooksville district is 
unreasonable, because for a distance of but 157 miles it is 
10 cents higher. 

The following table shows the average short-line dis- 
tances and rates per net ton from the districts named to 
Sandusky, Lorain, and Cleveland: 





Middle district to: Miles. 
SEE x ik tink 4 5:09:69 0 4 tine Od, cipal © 4002450 26g 96< asin sie ames 155 
SU oo din 6.aiko dv cuce aaa ke OO) 50 OCR ES ODES 65 POO S350 Genesee 100 
COI site titi rere ees kp es <4t eC Apeeieoekinwae 2 etnies 94 

MII io 50. we r0d éascidin eDEsele 689804 MECHEL 0 HSA ES 116 
CR I Na iis 0 bacon ened Phan CAD > tas getwn ena msed eents 65 

Crooksville district to: Miles. 
SOI 5 5 ha ich Sine aoe dss elew B5hs pa Vacneewnke cautes 157 
Cn ck onc bo o> 6 Shine saat aa nae ndash s Ve nae ies 218 
CORRIIIE iak bid Wid b's Reid vn Sere RSs leh bee Si Vo os e 155 

SE 5 ok i555 6.6 0% 640 sss 58420 VeNeuceneun sh ra-aeedae 176 
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Ohio No. 8 district to: Miles. 
SE - ii cd.'s 6,055 52-0 u wn Kble oe ae ede aie te 180 
MEI SEE 6 ci sicha'a-c 6b 0:0 Seep peek Cae ue £688 0a ate 4h kta eae 147 
CIE hvsncxinc:tin otro uve o gh echs- adie ae oaknoale is Aho 121 

MII. iid 6 tis cs). ca P dike oe. eee 149 
Sk ke eee a ae ae cents 175 


Considered with relation to rates generally from 
competing coal fields to Lake Erie ports, the rates to the 
same ports from the mines of the complainant and inter- 
veners are not shown to be discriminatory. Nor can we 
find from the record that they are unreasonable. The 
rate complained of from San Toy to Sandusky and Lorain 
appears to be fairly in line with the rates found reason- 
able by the Commission in. the other cases cited. As a 
whole the mines in the middle district and the No. 8 dis- 
trict are much nearer to ports on Lake Erie than are the 
mines of complainant. We have given full consideration 
to the contentions of the complainant in the light of all 
the facts of record and do not find that the rates to Lake 
Erie ports, of which complaint is made, are unreasonable 
or otherwise unlawful. Under the circumstances of this 
case we are of opinion that no reparation should be 
awarded. 

An order will be entered in accordance with the find- 
ings made herein. 





ORDER. 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before August 15, 1915, and thereafter to ab- 
stain, from charging, demanding, collecting, or receiving 
their present rates for the transportation of coal in car- 
loads from San Toy, McCuneville, and Dixie, Ohio, to Chi- 
cago, Ill., and points in Michigan, Indiana, and Illinois, 
which are higher than rates from Midvale and other 
points in what is known as the middle coal district, in the 
state of Ohio, to the same destinations, which rates are 
found in said report to be unjustly prejudicial. 

It is further ordered, That the above-named defend- 
ants be, and they are hereby, -notified and required to es- 
tablish, on or before August 15, 1915, upon notice to the 
Interstate Commerce Commission and to the general pub- 
lic by not less than 30 days’ filing and posting in the man- 
ner prescribed in section 6 of the act to regulate com- 
merce, and thereafter to maintain and apply to the trans- 
portation of coal in carloads from San Toy, McCuneville, 
and Dixie, Ohio, to Chicago, Ill., and points in Indiana, 
Michigan, and Illinois, rates not in excess of those con- 
temporaneously in effect over their lines from Midvale 
and other points in what is nown as the middle coal dis- 
trict, in the state of Ohio, to the same destination, which 
relation of rates is found in said report to be reasonable. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


LUMBER INCREASE NOT JUSTIFIED 


Il. & S. No, 540 (34 I. C. 'C. 102-105) 

LUMBER RATES FROM POINTS IN ARKANSAS AND 
OTHER STATES TO SIOUX CITY, IOWA, 
Submitted April 10, 1915. Decided May 10, 1915. 


Proposed increased rates on yellow-pine lumber from the south- 
ba blanket to Sioux City, Iowa, found not to be jus- 
tified. 


HALL, Commissioner: 

The carriers are called upon in this proceeding to jus- 
tify a proposed increased rate of 30 cents per 100 pounds 
on yellow-pine lumber in carloads from the producing terri- 
tory west of the Mississippi River, generally described as 
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the southwestern blanket, to Sioux City, lowa. From a ter- 
ritory lying north of this blanket, described in certain tar- 
iffs a8 group 8, a rate of 29 cents to the same destination 
is proposed. The present rate from both territories is 
28 cents. The tariff schedules under suspension were is- 
sued to become effective on Nov. 16, 1914, but upon pro- 
tests by lumber-shipping interests at Kansas City, Mo., and 
Houston, Tex., and by the traffic bureau of the Sioux City 
Commercial Club of Sioux City, Iowa, they were suspended 
by appropriate orders of the Commission until Sept. 16, 
1915. Evidence was not offered with particular reference 
to the proposed rate of 29 cents and it is therefore not dis- 
cussed. 

The producing territory here involved is the so-called 
southwestern blanket, which has been sufficiently described 
in Wisconsin’ & Arkansas Lumber Co. vs. St. L. I. M. & 8S. 
Ry, Co., 33 I. C. C. 33 (The Traffic World, Feb. 20, 1915, p. 
383), and in earlier cases there cited. From this territory 
the rate to Kansas City is 24 cents. The reasonableness of 
this rate has not been questioned. To Omaha and Lin- 
coln, Neb., and Des Moines, Iowa, referred to as the 
Omaha group, the rate is 25 cents, which was found to 
be reasonable in Commercial Club of Omaha vs. A. & S. R. 
Ry. Co., 18 I. C. C. 532 (The Traffic World, June 25, 1910, 
p. 841). The rate to this group was again in issue in a 
recent case wherein a proposed increase to 26% cents was 
found not justified. Lumber Rates from Helena, Ark., and 
Other Points, 33 I. C. C. 297 (The Traffic World, March 
13, 1915, p. 551). 

We have also had occasion to test the rate to Sioux 
City. To that point the rate of 30 cents here proposed 
was formerly in effect. In Sioux City Commercial Club 
vs. A. & S. R. R. R. Co., 24 I. 'C. C. 177 (The Traffic World, 
July 6, 1912, p. 21), we held upon the evidence there 
presented and “in view of the rate of 25 cents per 100 
pounds established by the Commission to Omaha” that 
the carload rates on yellow-pine lumber to Sioux City 
should not exceed 28 cents per 100 pounds. It thus appears 
that the issues now before us involve inter alia the rela- 
tionship of the rates to Omaha and to Sioux City, which 
has already received consideration by this Commission. 

The evidence offered by the respondents in justifica- 
tion of the increase to 30 cents is mainly of a general char- 
acter, but in part has special reference to the movement 
to Sioux City. That of a general character embraces the 
history of lumber rates from the southwestern territory to 
Missouri River cities and the increases from this territory 
to other points; the need of more revenue consequent 
upon larger expenditures for taxes, maintenance and 
operation; the haul of empty cars to the producing points, 
and the divisions out of the through rate exacted by tap 
lines and connections. The evidence as to these matters 
is largely the same as that recently considered by the 
Commission in Lumber Rates from Helena, Ark., and 
Other Points, supra. It has substantially the same pro- 
bative value as bearing upon the movement to Sioux City, 
and, in view of our judgment expressed in that case, does 
not require discussion here. 

The evidence which has special reference to the Sioux 
City movement deals largely with the distances and the 
volume of movement, A test made by the respondents for 
six alternate months in 1911-12 showed a movement of 
147 carloads from the southwestern blanket to Sioux City 
and an average weighted haul of 1,117 miles. Based upon 
this mileage the present rate of 28 cents yields 5:013 mills 
per ton-milg, while the proposed rate of 30 cents would 
yield 5.37 mills. The average weighted haul to Omaha, 
taken for the same period, was stated by the respondents 
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to be 960 miles, yielding 5.21 mills under the rate of 25 
cents. It appears, therefore, that the earnings per ton-mile 
under the present rate to Sioux City decrease somewhat 
with the increased distance. Lumber loads heavily, is 
moved with slight risk, does not require expedited serv- 
ice, and is a low-rated commodity. The earnings of 5.013 
mills afforded by the rate of 28 cents to Sioux City, while 
not excessive, yield reasonable compensation for an aver- 
age haul of 1,117 miles. Measured by the short-line dis- 
tances from the centers of production, volume consid- 
ered, on the several originating carriers, the earnings in 
mills per ton-mile would be greater and would average 
5% mills or more. 

In seeking to justify a differential of 5 cents to Sioux 
City over Omaha the respondents point to many stations 
no more distant from Omaha than Sioux City which take as 
great or greater differentials. These are bare rate compart- 
sons, however, not supplemented by evidence as to the 
volume of the movements or other comparable conditions. 
To many of the points named it is apparent that the ton- 
nage is considerably less than to Sioux City. The com- 
parisons are therefore unconvincing. The rate to Omaha 
is 1 cent higher than to Kansas City. The short-line dis- 
tance is about 200 miles greater. The rate to Sioux City is 
3 cents higher than to Omaha, while the short-line dis- 
tance is only about 100 miles greater. Based upon this 
comparison and upon a somewhat extended showing as 
to the jobbing competition between Sioux City and the 
Omaha group, the protestants have seriously urged a re- 
duction in the present differential; It is claimed that the 
present adjustment unjustly discriminates against Sioux 
City in favor of Omaha, Lincoln and Des Moines. 

The growth of the lumber movement to Sioux City has 
been substantial in recent years, and the evidence indi- 
cates that the respondents’ computation of 147 cars for a 
six months’ period is too low. Protestants ask us to find 
from their evidence that Sioux City draws from 800 
to 1,000 carloads of yellow pine per year from the South. 
The wide variation in these estimates is doubtless ac- 
counted for in part by the fact that the respondents, whose 
figures were taken in 1911-12, have not counted cars re- 
billed en route or those billed to certain stations which, 
though separately named in the tariffs, are in fact within 
the limits of Sioux City, On the other hand, not all of 
the shipments shown by the protestants were made from 
the territory included in the southwestern blanket. It 
would serve no useful purpose to make a:1y definite finding 
as to the present car movement to Sioux City. The sig- 
nificant fact is that the jobbing business in yellow pine 
at that point has made such a substantial development 
under the present rate relationship as to negative the claim 
of discrimination in favor of the Omaha group. Increase 
in density of traffic points rather to decrease than to in- 
crease in rates, and tends to sustain the reasonableness of 
the present rate under which the traffic has grown. 

In this connection the further fact appears that an 
increasing tonnage of fir lumber moves to Sioux City from 
the Far West. Under present rates the price relationship 
of these lumbers is close. 

The respondents, while conceding that the rate to 
Omaha has a value for comparative purposes in consider- 
ing the rate to Sioux City, urge us to determine the reason- 
ableness of the proposed rate to Sioux City standing alone 
and disassociated from its adjustment with the rates to 
the other Missouri River cities. The reasons advanced for 
this are difference in average hauls and certain differ- 
ences in transportation conditions. The traffic here con- 
sidered moves to Sioux City through the Kansas City 
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gateway and thence north through Omaha or Council 
Bluffs to destination. The relation of this movement 
to the movement to these intermediate points is obvious 
and invites rather than repels such comparisons as are 
afforded by the differences in average hauls. : The result 
of such comparisons shows, as already pointed out, a 
moderate decrease in the earnings per ton-mile to the 
more distant point. 

The differences in transportation conditions result 
from the fact that, while the lines of two of the carriers 
which serve the producing territory reach Omaha, no 
carrier originating lumber in that territory reaches Sioux 
City over its own rails. In consequence there is an en- 
forced division of the earnings. Of the 147 cars tbove 
referred to, 67 moved to Sioux City over two lines, 62 
over three lines, 16 over four lines, and 2 over five lines. 
There is undoubtedly some justification in this fact for 
a distinction between the movements to Omaha and to 
Sioux City. But this distinction has already received 
recognition in the proportionately higher rate, distance 
considered, to Sioux City, as compared with Omaha, than 
to Omaha as compared with Kansas City. We find no rea- 
son for giving such independent consideration of the rate 
to Sioux City as to take that point out of the relation in 
which by geographical location and commercial conditions 
it is naturally placed. 

Having due regard for the recently considered rate 
of 25 cents to Omaha and for all other pertinent facts 
presented of record, it is our conclusion, and we there- 
fore find, that the increased rates proposed by the sus- 
pended schedules have not been justified. An order re- 
quiring their cancellation will be entered. 





ORDER. 

It is ordere,T hat the carriers respondent herein and 
designated in said schedules be, and they are hereby, noti- 
fied and required to cancel, on or before August 15, 1915, 
the rates, charges, practices, and regulations stated in the 
schedules specified in said orders of suspension. 


LIVE STOCK RATE METHOD CHANGED 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 

The Official Classification Committee has filed its 
supplement, No. 18, to Official Classification No. 42 in 
which are made changes in the uniform bill of lading 
in accordance with the promises made to Commissioner 
Clark at the conference on the Cummins amendment, 
April 10. 

The supplement as printed differs somewhat in word- 
ing from that proposed by the carriers in the conference 
April 10. The changes in section three of the bill sub- 
mitted on April 10 appeared on page 962 of The Traffic 
World of May 1. The supplement runs as there printed 
in The Traffic World down to the word “elapsed” in the 
eighth line of paragraph 3. The rest of the paragraph 
is altered. The fourth paragraph is the same as printed 
in the May 1 issue of The Traffic World. 

But the changes in the bill of lading, mentioned and 
discussed many times in The Traffic World, do not con- 
stitute the most interesting part of the supplement. A 
change in the method of making live stock rates is what 
will attract attention. 

In a general way the change is the basis used in 
southern territory. Hereafter, if the supplement is al- 
lowed to become effective, there will be what might be 
calicd a basing rate of so much on, say, a horse, valued 
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at not more than $150. For each increase in value of 
100 per cent the rate will be increased five per @ent. 
Heretofore in O. C. territory different ratings have been 
made in the classification, based on value. 

Announcement as to the changed method was made 
May 24 by Edward Barton, in a discussion of the com- 
plaint of the National Society of Record Associations 
against the Aberdeen & Rockfish et al., in which is in- 
volved the ratings, rates, rules and practices of carriers 
in all parts of the country, with regard to L. C. L. ship- 
ments of live stock. : 

“That’s a revolutionary move, isn’t it?” asked C. R. 
Hillyer; addressing Chairman Collyer of the Official com- 
mittee. 

Mr. Collyer admitted that it was and explained the 
matter briefly, merely as an incident in the arguments 
on the complaint mentioned. He said the carriers pro- 
pose the elimination of high minima and the imposition 
of rates in excess of first class, preferring to cover the 
additional risk involved in the transportation of highly 
valued animals by percentage additions to what might 
bé called the basing or normal rate. That method enables 
the carrier to impose rates in accordance with value 
without being under the necessity of carrying a lot of 
maximum valuations, with a different rating for each 
group of values. 

The case in which this announcement was made is 
the one that brought up the query as to the meaning 
of the Cummins amendment. Mr. Hillyer, in arguing it, 
said that the rates and rules made by the carriers for 
relieving themselves from the consequences of their neg- 
ligence in handling less-than-carload shipments of live 
stock are excessive, unjust and unjustly discriminatory’ 
in violation of the first three sections of the law. 

His clients are breeders who ship in L. C. L. quan- 
tities and pay high charges. He pointed out. that what 
may be called the surtax on account of higher values of 
an animal, supposed to cover the additional risk, are ab- 
surd, when the purpose for which the addition is made 
is considered. In southern territory, he pointed out, the 
increase of the freight on a stallion valued at $600, as 
compared with one valued at $150, for the haul from 
Lexington, Ky., to Chattanooga, Tenn., 256 miles, is $13.68. 

_ That, he said, is insurance at the rate of $3.04 per 
$100. On bulls the insurance is at the rate of $15.20 
per $100, which is greater than a war risk. On bulls 
shipped from Lexington to Jacksonville, Fla., it is $31 
per $100. 

In Official the insurance charged on the larger ani- 
mals is lower, but on crated hogs from Chicago to Hunt: 
ingdon, Pa., for instance, according to Mr. Hillyer, the 
charge is equivalent to an insurance rate of $77.50 per 
$100, and on crated sheep, $69.91. In Western territory 
the addition, on shipments of stallions from Chicago to 
Flanner, Wis., is $1.50 and on bulls $2. 

Another comparison made by him is of rates on 
mares and cattle shipped on assumed values in Official, 
Southern and Western. The increases in Official run 
from 95 to 200 per cent; in Southern, from 20 to 180, and 
in Western, from 10 to 90 per cent. 

’ Justification for these assumed values and the big 
increases in-rates over those applying to animals not 
valued higher than the minimum figures was undertaken 
by Chairman Fyfe of the Western committee, R. Walton 
Moore for the Southern and Edward Barton for the Official. 

Mr. Fyfe said the western lines would gladly be re- 
leased from the obligation of carrying L. C. L. shipments 
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at all, because they cause more trouble than the business 
is Werth. He said that small shipments usually require 
a car, and the Cotton, Belt declines to carry L. C. L. 
shipments, if it can persuade the shipper to take his 
horse, bull or goat to some other road. 

Mr. Moore said that instead of the minima being too 
high, they are too low in Southern territory. Referring 
to the recent decision of the Commission in the matter 
of long or bulky articles, Mr. Moore said that the mini- 
mum of 3,000 on bulls, which Mr. Hillyer suggested should 
be reduced to, 1,000, might very well be made 4,000. In 
the decision referred to the Commission said that the 
carriers for long or bulky articles might prescribe a 
minimum of 4,000 at the first class rate. 

Mr. Barton, for the Official Classification Committee, 
told about the change to be made in the method of stating 
rates on live stock, already mentioned, and then went 
on to say that the carriers are fully warranted in de- 
manding higher compensation for the services they ren- 
der in the transportation of this blooded stock for breed- 
ing purposes. 


CHANGES IN BILL OF LADING 


The Uniform Bill of Lading Committee, representing 
the Trunk Line Association, the New England roads, the 
Central Freight Association and the Association of Lake 
Lines, has notified carriers in Official Classification ter- 
ritory that in order to meet the requirements of the Cum- 
mins amendment it is necessary to revise section. 3 of 
the “conditions” of the uniform bill of lading applicable 
to domestic shipments. Section 3, as so revised, effective 


on and after June 2, is as follows: 


Section 3. No carrier is bound to transport said property 
by any particular train or vessel, or in time for any particular 
market or otherwise than with reasonable despatch, unless by 
specific agreement indorsed hereon. Every carrier shall have 
the right in case of physical necessity to forward said property 
by ‘any railroad or route between the point of shipment and 
the point of destination; but if such diversion shall be from a 
rail to a water route the liability of the carrier shall be the 
same as though the entire carriage were by rail. 

The amount of any loss or damage for which any carrier is 
liable shall be computed on the basis of the value of the prop- 
erty at the place and time of shipment under this bill of lading. 

Except in cases where the loss, damage or injury complained 
of is due to delay or damage while being loaded or unloaded, 
or damaged in transit by carelessness or negligence, claims must 
be made in writing to the carrier at the point of delivery or 
at the point of origin within four months after delivery of the 
property, or, in case of failure to make delivery, then within 
four months after a reasonable time for delivery has elapsed. 
Suits for recovery of claims for loss or damage, notice of which 
is not required, and which are not made in writing to the carrier 
within four months as above specified, shall be instituted only 
within two years after delivery of the property, or, in case of 
failure to make delivery, then within two years after a reason- 
able time for delivery has elapsed. No claims not in suit will 
be paid after the lapse of two years as above, unless made in 
writing to the carrier within four months as above specified. 

Any carrier or party liable on account of loss of or damage 
to any of said property shall have the full benefit of any insur- 
ance that may have been effected upon or on account of said 
property, so far as this shall not avoid the policies or contracts 
of insurance. 


The notice to carriers continues: “Supplement No. 
18 to Official Classification No. 42 will be issued effective 
June 2, 1915, containing the above revised section 3 of 
the ‘conditions’ of the uniform bill of lading. When so 
published and filed with the Interstate Commerce Com- 
mission, the new section 3 becomes the lawful regulation 
to be observed on and after June 2, 1915. 

“It is necessary to provide for similar revision of 
the ‘conditions’ appearing on the several forms of bills 
of lading, viz., ‘straight bill,’ ‘order bill,’ ‘shipping order’ 
and ‘memorandum acknowledgment.’ This is to be ac- 
complished by writing or stamping across the ‘conditions’ 
of existing forms which are employed on and after June 
2, 1915, the following notation: 

Section 3 is amended by Supplement No. 18 to Official 
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Classification No. 42, effective June 2, 1915, and all reissues 
thereof. b 

“These changes may suggest the reprinting of bills 
of lading to include section 3 as revised. Owing to pend- 
ing matters now before the Interstate Commerce Commis- 
sion which, when concluded, may require further changes 
in the forms of bills of lading, no directions are now 
given looking to reprinting the entire form. The emer- 
gency is met by writing or stamping on the present bills 
of lading the notation indicated, thereby making same 
subject to the revised section 3 as published in the Offi- 
cial Classification. 

“If new bills of lading are printed embodying the 
revised section 3 as above, the written or stamped nota- 
tion.will hot be necessary, but such new bills of lading 
should«embody revision of the printed notation appearing 
at the top of the face thereof, and same should read as 
follows: 


Uniform Bill of Lading—Standard form of straight (or order) 
bill of lading approved by the Interstate Commerce Commission 
by Order .No. 787 of June 27, 1908, including provisions to con- 
form with the requirements of the Cummins amendment to the 
Act to regulate commerce, effective June 2, 1915. 


LAKE LINES TO APPEAL 
THE TRAFFIO SERVICE NEWS BURBAU, 
: Colorado Building, Washington, D. O. 

Owners of the Lake Line boats are preparing to test 
judicially the soundness of the Commission’s decision with 
regard to their vessel property. They intend filing an 
application for a rehearing by the Commission as to the 
whole case. If that is denied, as expected, they will 
have laid the foundation for an appeal to the courts be- 
cause they will then have exhausted all the remedies at 
their command. 

The nature of the contentions they will place before 
the courts has not been fully disclosed. It is known, how- 
ever, that they will attack the holding of the Commission 
that their participation in through route arrangements 
makes possible the sort of competition which the law in- 
tends shall be preserved. 

It was by holding that participation in through routes 
made competition possible that the Commission was able 
to say that the Lehigh Valley and the Delaware, Lacka- 
wanna & Western have all-rail lines which do or may 
compete with their rail-and-water route. It is contended 
that inasmuch as the law requires carriers to institute and 
maintain through routes that that part of the law cannot 
be invoked to show that the carriers have voluntarily estab- 
lished rail-and-water routes, which but for their common 
ownership of rail and boats would cause competition be- 
tween the rail routes and the lake-and-rail routes. 


COMMISSION ORDERS. 

By an order of May 15, the Board of Trade of City 
of Chicago is permitted to become an intervener in Docket 
No. 7809, Beaver Valley Milling Co. et al. vs. A., T. & 
S. F. Ry. Co. et al. 

The hearing now assigned for May 25, Washington, 
D. C., in Docket No. 1698, W. S. Duncan & Co. et al. vs. 
N., C. & St. L. et al., is continued to June 10, 1915, at 
10 a. m. at the same place. 

At the close of the hearing an opportunity will be 
afforded to present the oral arguments in this case. 

On application the Illinois Grain Dealers’ Association 
has been permitted to intervene and become a party ‘o 
the proceedings in No. 7938, Board of Trade City of Chi- 
cago vs. A., T. & S. F. et al. ; 
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Behold the business manager of the Interstate Com- 
merce Commission; the interrogation point thereof; .the 
man whose official signature falls under the eyes of Amer- 
ican citizens probably oftener than that of any other offi- 
cial, barring the treasurer of the United States and the 
register of the treasury, the same being the officeholders 
whose’ designations are to be found on the IOU’s of the 
government. They sign the money every 
time a plate printer pushes a sheet of pa- 
per through the machine. George Banks 
McGinty takes his pen in hand about one 
thousand times a day to sign his name, 
often to tell a railroad there is no health 
in it. Perhaps some of the signatures are 
by means of rubber stamps, but they count 
just the same. 

But don’t think because the secretary 
of the Commission, this rather long, blue- 
eyed, lean Georgian, is at the head of the 
administrative force of the Commission 
that he doesn’t know anything about traffic 
other than what he has picked up, first as 
a clerk and then an officer, because he 
does. He has served in every department 
of a railroad other than that of the actual 
running of trains. And don’t think that 
because he signs his name a thousand times 
a day he is a mere machine for writing 
a name the presence of which, to the left 
of the seal of the Commission, is needed 
to give it force and effect. He’s a com- 
bination of railroad man, lawyer, expert 
in government ways of running an office, 
and plain executive, with the latter largely 
predominant. A man without executive 
ability undertaking to keep the I. C. C. 
team of probably 1,000 employes all pulling 
in one direction would blow up in about 
thirty minutes. He might hold his office 
longer than that, but somebody other than 
he would be doing the directing, if there 
were any evidence of team work at all. 

Geogge Banks McGinty, born on a farm 
in Menroe County, Georgia, Sept. 8, 1878, 
gives the once or twice over to every man, 
woman and child placed on the payroll of 
the Interstate Commerce Commission. He 
is also the performer of that disagreeable 
task generally known as firing a man, but 
euphoniously spoken of in Washington as 
separating him from the government serv- 
ice. He is the individual who pokes the 
point of a sharp pencil down on a certain spot in a letter 
and makes interrogation marks radiate from his blond 
thatch. He is the official Missourian. His eyes must be 
made to see. He is the man who approves the payroll, 
gives fatherly advice to those who are slumping in their 
work and tells a commissioner he may or may not have 
money for the work the commissioner would like to have 
done. The commissioners are charged with administering 
the Act to regulate commerce, not the parceling out of the 
appropriations made by Congress, which for the current 
fiscal year amount to $4,880,000. The commissioners have 








GEORGE B. McGINTY. 
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not the time to consider how offices shall be arranged so 
as to procure the maximum of efficient work. That’s part 
of McGinty’s task. Until after the amendment of 1906, 
commonly called the Hepburn act, the enforcement of the 
Act to regulate commerce was a work that was more or 
less of a joke. The force was small and there was no such 
thing as having to keep track of the effective dates’ of 
tariffs or the limit of time to which a tariff 
or tariffs might be suspended. 

, When that law was passed the work 
began, being a task for full-sized men, and 
it reached its present stature after the 
passage of the amendment of 1910, which 
gave the Commission the power of suspen- 
sion. McGinty’s great opportunity came in 
the spring of 1911, after Secretary Edward 
A. Moseley died. The Commission selected 
the late John H. Marble to be secretary. 
But Marble was then attorney for the Lori- 
mer investigating committee and not ready 
to assume the duties of his office. 

When Mr. Moseley died, there being 
no assistant secretary, the secretarial work 
fell on Commissioner Clements, then chair- 
man. McGinty, who had entered the serv- 
ice of the Commission in 1908 with an idea 
of becoming an examiner of carriers’ ac- 
counts, was then confidential clerk to Com- 
missioner Clements, having been appointed 
in 1910. One of the first things that struck 
him was that Commissioner Clements could 
not afford to stand for all the things to 
which his name was being signed. As con- 
fidential clerk to the chairman, McGinty 
began asking questions and demanding 
answers. As clerk to the chairman he had 
to bring about system. That was a good 
thing for the Commission, and also for 
McGinty. Some recognition for what he 
had done during the months following Mr. 
Moseley’s death came when he was ap- 
pointed attorney and designated to be an 
examiner. Instead. of being sent out to 
hold hearings, he was retained in the office 
of the chairman, continuing there through 
the service of Commissioner Clements and 
his successor, C. A. Prouty. Secretary 
Marble assumed office on Feb. 21, 1912. The 
confusion into which the work had fallen 
after the death of Secretary Moseley 


step into the shoes of the administrative 
officer of the Commission. Therefore the office of assistant 
secretary was created, and on March 16, 1912, Mr. McGinty 
was appointed to fill that original vacancy. Six days less 
than a year thereafter Assistant Secretary McGinty shed 
the adjective and took over the duties of the office, left 
vacant when John H. Marble succeeded to the vacancy 
created by the appointment of Franklin Knight Lane to be 
head of the interior department. 
The interrogation mark of the Commission received 
his education at Forsyth, Ga., in the local high school and 
in the offices of attorneys in that place. In 1897 he entered 





1202 THE TRAFFIC WORLD 


the railroad service, working at practically all desks in 
the local freight office of the Georgia Railroad ‘at Atlanta. 
Then he went to the Southern, serving in the departments 
of maintenance of way, bridges and buildings, engineering 
and transportation, his last work being that of private 
secretary to the vice-president and general manager. Then 
he went to the Atlanta & West Point, with headquarters at 
Montgomery, Ala., in the passenger and freight depart- 
ments. There he remained until 1908, when he wrote his 
name on the government payroll, the same being a slip of 
paper on which is printed the oath to defend the Constitu- 
tion of the United States against foes, foreign and domestic, 
the chief practical use of which is to serve as notice to 
the disbursing clerk that the citizen whose name is sub- 
scribed is entitled to a salary. 


ADVANCED EXPRESS RATES 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 


In less than two hours on May 26, hearing was had 
and completed before the Commission on the application 
of the express companies of the country for permission 
to rearrange the factors making up their rates so as to 
procure an increase in operating revenue, which they 
figure would be $5,062,634. Such an increase would be 
0.86 per cent of their operating revenue for the year 
ending Jan. 31, 1915, which is the first full year under 
the rates prescribed by the Commission. Arguments will 
be heard June 9. This was agreed to at the request of 
Commissioners Clark and Meyer. 

During that year the Adams, American, Southern, 
United States and Wells Fargo & Co., which do 95 per 
cent of the business and receive 92 per cent of the total 
operating revenues, achieved a deficit of $2,380,894. In 
the year ending Jan. 31, 1914, their operating income 
amounted to only $68,969, so their loss during the year 
ending on the last day of the first month of the present 
calendar year amounted to $2,449,863. ; 

In the year ending Jan. 31, 1915, they collected from 
the public $131,173,669, as compared with $144,854,480 in 
the preceding twelve months. Notwithstanding that they 
cut their operating expenses from $70,011,535 to $65,- 
835,930, their loss in operating income was $2,380,894. 

If the changes proposed by the express companies 
are permitted to become effective, there will be added 
to the average package weighing less than 100 pounds, 
shipped on first class rates, 3.932 cents and 1.79 cents 
on the average shipment on second class rates. These 
figures are based on the total number of packages car- 
ried during the year ending Jan. 31, 1915, divided by the 
actual transactions on two selected days for each of the 
companies which are asking permission to change the 
factors used by the Commission in making up what might 
be called the basing rate. 

The foregoing is a summary of elaborate exhibits 
placed in evidence by John W. Newlean, vice-president 
and comptroller of Wells Fargo & Co., which exhibits in 
turn are supported by even more elaborate exhibits made 
by the comptrollers or other accounting officers of the 
companies joined in making the request for this per- 
mission. 

The changes proposed are of a highly technical char- 
acter. The first request is that the present terminal 
allowance of 20 cents on each package weighing 100 
pounds or less be increased to 25 cents. The second is 
that the weight terminal allowance, which is now 25 
cents, be reduced to 20 cents. Mr. Newlean made an 
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explanation of the effect of these changes in answer to 
a series of questions put to him by Herbert Jackson, rep- 
resenting certain mail-order houses. Mr. Newlean said 
that the first effect is to increase the charge on all pack- 
ages five cents. The effect of the second change is to 
take one-twentieth of one cent per pound from that five 
cents, so that the addition is gradually cut down until 
it reaches 85 pounds, when there is no increase at all. 
On a 50-pound package the increase would be 2% cents. 

Commissioners Clark and Meyer, who presided at the 
hearing, listened intently, but if they grasped the sig- 
nificance any more clearly than the representatives of 
the shippers their facial muscles were too well trained 
to betray the fact. The Commission will study the ex- 
planation at its leisure. 


Not a shipper or representative of the shippers other 
than Mr. Jackson said a word at the hearing. Messrs. 
Clark and Meyer, when Mr. Newlean had finished his 
testimony, turned to J. C. Lincoln of the New York Asso- 
ciation of Commerce, W. H. Chandler of the Boston Cham- 
ber of Commerce, D. M. Greer of the Cincinnati Chamber 
of Commerce, Mr. Jackson and N. B. Kelly of the Phila- 
delphia Chamber of Commerce, and suggested that they 
might ask the witness questions to their heart’s content, 
but no queries were forthcoming. 


Geo. C. Taylor, president of the American Express 
Co., was the only other witness. He was put on the 
stand at the suggestion of Commissioner Clark to ex- 
plain the economy by means of which the express com- 
panies had saved something more than four million dol- 
lars in their operating expenses. C. W. Stockton, T. B. 
Harrison and Geo. S. Sheearer, attorneys for the express 
companies, conducted the examination of Mr. Newlean 
until they had come to the end of what they thought 
they should do to show the Commission why the express 
companies should be permitted to rearrange the factors 
used by the Commission itself in making up the rates 
prescribed under the Commission’s system. When they 
had finished they told the Commissioners that the 
presidents, traffic managers and accounting officers of 
the express companies concerned were present to explain 
anything and everything that, in the opinion of the 
Commissioners, or attorneys for shippers, might need 
explanation. As no representative of the commercial 
organizations had any questions to ask, Mr. Clark him- 
self suggested that perhaps it would be well for the com- 
panies to put somebody on the stand to tell what had 
been done to make the economies in the operating ex- 
penses. After consultation the attorneys undertook in 
the hearing room to “shoo” a president on the stand. 
Mr. Barnett, the head of the Adams, pointed to Mr. 
Leary of the Southern, who in turn indicated Caldwell 
of Wells, Fargo & Co., then all united in pointing at Mr. 
Taylor of the American as the man to be put forward. 
He has been president for something less than a year. 
Mr. Stockton suggested that he tell something about 
his experience in the express business. Mr. Taylor de- 
tailed his various experiences. 

“You mean you started on the tail board of an ex- 
press wagon as a wagon boy, don’t you?” asked Mr. 
Stockton. Mr. Taylor admitted that would be a short 
way of stating the fact. He has filled every intervening 
position, most of his experience being in the West. 

“Salaries of officers were lowered,” said Mr. Taylor; 
“the pay of the rank and file was left undisturbed. We 
closely examined all expenses in all the departments 
and in the chief agencies throughout the country, elimi 
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nating such things as extension telephones and extra 
supplies of towels, unnecessary employes, etc., which 
could be done without impairing the efficiency of the 
service. In that way we saved a little more than four 
million dollars, but we believe that the ‘service is now 
better than ever. In fact, our patrons have told us 
that it is. 

“When the decision of the Commission was an- 
nounced the express companies which consulted among 
themselves, as the Commission knows, determined to 
make the new system of rates a success, if that was 
possible. We took the new system as if it were our 
own, and worked as hard to make it a success as if we 
had devised it. The Commission’s order required us to 
change our ways in some respect, and the changes cost 
us money, but we believe that the new ways are better 
than the old, and we have no fault to find whatsoever. 
Our spirit dealing with the order of the Commission 
was not one of faultfinding, but that of co-operation, in 
which assertion I believe I would be supported by you 
gentlemen if it were necessary to have corroboration.” 

Mr. Newlean, answering questions by Mr. Jackson, 
frankly admitted that the charges on small packages 
will be increased if the changes are allowed, the in- 
crease on a five-pound package at the $1 rate amounting 
to 20 per cent. That admission in an ordinary rate 
case would have caused a lifting of the eyebrows, but 
in this one the testimony seemed so overwhelming in 
behalf of the companies that no one paid any atten- 
tion to it. 


QUESTIONS FOR PASSENGER FARE CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

That the Commission is in earnest in its desire to 
know how much freight service cost and how much of 
the cost of doing business is attributable to passenger 
traffic, is shown by questions propounded by it to the 
carriers concerned in I. and S. No. 600, involving pas- 
senger fares. On May 27 the Commission gave out a 
string of questions in the asking of which more than 
2,000 words were used. Each of the queries is intended 
to develop some fact conceived to be of illuminating value 
in determining whether the general impression that pas- 
senger fares are so low that they do not contribute their 
share to the general cost of operating a railroad, is well 
founded or otherwise. 

Responses to the questions are to be made by the 
president or chief accounting officer and filed at the open- 
ing of the hearing at Chicago, July 6. The questions are 
as follows: 

1. If carrier regularly makes a separation of oper- 
ating expenses between passenger service and freight 
service, submit a statement for the years 1913 and 1914, 
showing -for each primary expense account the amounts 
directly allocated to freight service or to passenger serv- 
ice, the amount of expenses regarded as common, giving 
a division of the common expenses on bases deemed by 
carrier to be most nearly equitable. The bases of divi- 
sion should be stated for each account and the data used 
in making the apportionment of the common expenses 
should be given; that is, if locomotive-miles is the basis 
use! for any account, the number of locomotive-miles, 
freicht and passenger, should appear. The amount of 
crecit to the freight service thought to be proper on 
account of company material carried by the freight serv- 
ico for the benefit of passenger seryice should be stated. 
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Passenger service should be understood to include ex- 
press, mail, milk and other passenger-train services. 

2. Submit a statement showing the total operating 
revenues for the years 1913 and 1914 of the freight service 
and the passenger service, including in passenger service 
the allied services as indicated under question 1. Revenues 
which are not assignable to one service or the other should 
be apportioned on the basis of the total operating ex- 
penses as derived in answer to question 1. 

3. Calculate from data in answer to questions 1 and 
2 and submit in tabular form a statement showing the 
ratio of the operating expenses to revenue for freight 
service and for passenger service for the years 1913 and 
1914. 

4, Submit a statement showing by years for the 
period 1907 to 1914, inclusive, the total revenues from 
passenger service and freight service, respectively, and 
the total expenses of each of these services, and the 
operating ratio for passenger service and freight service 
for each of the years. In the event separation of operat- 
ing expenses between freight and passenger service has 
not been made during the entire period statements should 
give the information called for, for such part of the period 
as the separation has been made. 

5. Has carrier made any study of the subdivision of 
the revenues and expenses of passenger service as be- 
tween passenger-coach service, sleeping and parlor car 
service, baggage service, mail service, express service, 
milk service and miscellaneous passenger-train service? 
If so, describe the method and results of such study. 

6. So far as possible from data that may have been 
compiled by carrier, give for a period of two years end- 
ing June 30, 1914, the following information: 


(a) Passenger miles for passengers traveling in 
sleeping cars and parlor cars. 

(b) Revenues to the railway company on account 
of the passenger miles mentioned under (a) above. 

(c) Essential features of contract with a sleep- 
ing-car company, if such a contract is in effect. 

(d) Passenger train car miles classified as fol- 
lows: (1) Coaches, (2) sleeping and parlor cars cor- 
responding to passenger miles included under (a) 
above, (3) exclusive baggage cars, (4) exclusive 
mail cars, (5) exclusive express cars, (6) cars used 
for various services, such as combination baggage 
and express cars, (7) dining, cafe and buffet cars, 
(8) refrigerator and milk cars carried on passenger 
trains, (9) other passenger train cars. 

(e) For the cars included under d (6) the car- 
foot miles made in the baggage, mail, express or 
other service, respectively. 

f. The average weight and length of standard 
cars used in the various services mentioned 
under (d) above. 

g. Repairs per car-mile for the various types 
of cars mentioned under (d) above. 

h. If car-foot-miles are compiled by classes of 
services, the number in each service should be 
stated. 


7. Does the respondent operate a dining car serv- 
ice? If so, give the revenue and the expenses of such 
service for a period of two years, ending June 30, 
1914. If dining cars are operated on certain trains or 
between certain points at a loss, on what ground is 
the operation of such cars justified, or in what way 
could the just demands of the traveling public be met 
without entailing such a loss? 
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8. What is the profitableness of other branches of 
the passenger service which can be definitely segre- 
gated? Give revenues and expenses for a period of 
two years, ending June 30, 1914. 


9. Give a statement as detailed as practicable show- 
ing changes in the character of passenger service dur- 
ing the past ten years. This statement may include 
specific illustrations as to the speed of trains, kind 
and weight of passenger-train cars, and frequency of 
service, safety and comfort of passengers. 


10. Does the respondent furnish any passenger train 
service which is considered unwarranted or unneces- 
sary to meet the reasonable demands of the traveling 
public? If so, state the number of passenger train- 
miles and car-miles per annum which are considered 
unnecessary, and give the reasons why such service is 
furnished. 


11. Has respondent made an investigation to deter- 
mine the relative profitableness of passenger trains of 
different classes, such as local trains carrying day 
coaches and other cars, but no sleeping cars, as com- 
pared with through trains of various classes, particu- 
larly through trains usually designated as “Solid Pull- 
man” trains? Has any study been made of the profit- 
ableness of suburban passenger business? Has any 
investigation been made of the relative profitableness 
of through passenger trains between important ter- 
minals, or in highly-competitive territory and trains in 
districts or communities where competition is not so 
keen? If any such investigations have been made, give 
the results of same. 

12. (a) Has respondent made any study of the 
changes during a given period in the labor cost per unit 
of service rendered the public, such as passenger-mile 
and ton-mile? If so, give details. (b) State specifically in 
what instances rates of wages have been increased or 
decreased since July 1, 1907, showing in each case the 
per cent of the increase or decrease in the rates and the 
dates when effective. If the information is readily avail- 
able, state the effect of such changes upon the cost of 
conducting freight service and passenger service. 


13. (a) State specifically what change has taken 
place, if any, in the cost to carrier of fuel since July 1, 
1907. Give also such information as is available as to 
changes in quality of fuel or place of delivery or other 
factors that might influence the comparability of the fuel 
prices from year to year. The cost of coal and of oil 
should be stated separately, and that for oil should be 
stated per barrel as well as on a per ton basis after 
reducing oil to. its equivalent in bituminous coal. (b) 
Submit a statement showing the present cost of fuel for 
locomotives per unit of freight traffic and per unit of 
passenger traffic as compared with such cost in 1907. 

14. (a) Submit a statement showing whether the 
purchase price of crossties has increased or decreased, 
comparing present prices with those in effect in 1907. 
If there has been any appreciable change in such purchase 
price, state the amount of increase or decrease per tie. 
If the information is available, response should show 
the change in average purchase price of different kinds 
of ties, such as oak, pine, cedar, etc., as well as change 
in average purchase price of all ties. (b) Submit a 
statement showing whether the cost of crossties ready 
for laying in track, including transportation from pro- 
ducing territory, expense of handling, etc., has increased 
or decreased since 1907. If there has been any change 
in such cost, state the amount of increase or decrease 
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per tie. If the information is available, response should 
show the change in cost of different kinds of ties, such 
as oak, pine, cedar, etc., as well as the average cost 
of all ties. 

(c) Is it the practice of respondent to use in its track 
any treated ties? If so, state what proportion approxi- 
mately of ties being purchased and used at the present 
time are treated. Has the proportion of treated ties laid 
in track increased or decreased since 1907? 

(d) What is the estimated average life of cross-ties 
being put in track by respondent at the present time 
compared with the life of ties placed in track in 1907, 
or prior thereto? 

(e) Considering the kind of ties, the purchase price, 
the expense of transporting and handling, the estimated 
average life, and any other pertinent factors, what is the 
estimated cost per tie per year at the present time com- 
pared with the cost in 1907? 

15. Omitting equipment, cross-ties and fuel for loco- 
motives, which are covered by other questions, has there 
been any important change since 1907 in the price of ma- 
terials and supplies purchased and used by respondent, 
and are prices on the average higher or lower now than 
then? What has been the tendency of prices, considering 
all important articles used by respondent? In the event 
there have been any marked changes in prices submit a 
list of articles in which there have been either increases 
or decreases in price, particularly such articles as steel 
rails, other iron and steel articles, lumber, cement, brick, 
paint, oils and any other articles which respondent uses 
in appreciable quantities, and show what the price changes 
have been. Designate the articles used exclusively or 
principally in connection with the passenger traffic. 

16. What were the purchase prices paid by respond- 
ent for passenger equipment in 1914, as compared with 
the prices in 1907, considering, as to locomotives, their 
weight and tractive power, and as to passenger Cars, 
their weight and seating capacity. If possible, give in- 
formation for intervening years also. 

17. Has respondent made any attempt to separate the 
cost of road and equipment into the following three heads: 

(a) Property assignable to passenger service. 
(b) Property assignable to freight service. 
(c) Property used in common by freight and pas- 
senger service? 
If so, submit a statement showing the result. 

18. State so far as practicable what sums have been 
expended in raising the standard of the property of re- 
spondent in making improvements, additions, betterments, 
or extensions, which sums have been charged to operat- 
ing expenses, during each of the fiscal years 1901 to 1914, 
inchisive. : 


MUST DIVORCE ITS SHIPS, 

The Commission has decided that the Southern Pacific 
must divorce its oil-carrying ships that ply between Cali- 
fornia and Oregon and Washington no later than July 15. 
Ships going to Hawaii and Alaska may be retained. This 
decision does not dispose of the commodities clause ques- 
tion involved. 


ARGUMENT TO BE SEPARATED. 

In the Western Advanced Rate case, the argument as 
to the financial needs of the carriers will be separated from 
the argument on specific rates. An allotment of time 
will be made when the case is.called for argument. This 
is because of the large demands for time for the discus 
sion of specific advances. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau, 





UT 


In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
vately written answers to their inquiries by the payment of 
a small fee. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Refund of Prepaid Freight or Express Charges on Lost 
Shipments. 

Ohio.—Question: “We will appreciate your advising, 
through the columns of The Traffic World, whether ship- 
pers when filing claim covering goods lost in transit may 
include prepaid freight if shipment is sold f. o. b. des- 
tination? Another angle is in connection with shipments 
to our branch houses, such merely being billed on con- 
signment. Is the prepaid freight on such shipments re- 
coverable in case of loss or damage? Shipments are also 
occasionally made by express prepaid, and, while our 
delivery terms do not provide for the prepayment of 
expressage, we assume this expense because filling of 
the order was delayed, making express shipment neces- 
sary; hence the expense falls upon us. Under these 
circumstances do you consider that the express company 
should refund express charges in the event of shipment 
being lost?” 
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Answer: At common law, as construed by the courts, 


there has always been some doubt whether a carrier is 
entitled to recover from the owner freight on goods lost 
or partly lost through the carrier’s fault or negligence, 
inasmuch as the court authorities have not been in accord 
on this point. But by section 3, paragraph 2, of the 
uniform bill of lading, it is expressly provided that the 
owner may recover from the carrier freight prepaid on 
goods lost or damaged, and this provision is construed 
into a contract between the parties that is perfectly valid 
at law. However, in prepaid freight shipments sold 
f. o. b. destination, inasmuch as the shipper thus agrees 
to deliver at destination, and has presumably included 
the freight in his invoice price, he could not recover 
such invoice price plus the freight charges without re- 
covering the freight twice, and the law will not enable 
a claimant to receive more than his actual loss. On 
the other hand, if the prepaid freight shipment is sent 
on consignment, and, as is usual, no invoice price cover- 
ing the same, the owner would be entitled to recover 
such prepaid freight, as it is a part of his actual loss. 
If a shipper prepays express charges when the same 
is not required by the classification rules of the express 
companies, and does not include the amount in the sum 
fixed as the maximum liability of the express company 
by section 2 of the receipt, which limited liability has 
been approved by the courts, it would appear that in 
such instances a shipper could not recover the prepaid 
express charges on the shipment lost or damaged. 
* * * 
Absorption of Switching Charges. 

Tennessee.—Question: “In October, 1914, we received 
carload shipments of cotton sheeting from a local station 
on a certain southeastern line entering this point, the 
basis for the rate from which was that of a strictly 
competitive point, on traffic from which, of course, the 
Switching is absorbed. Further, the tariff carrying the 
rate involved carried no restrictions whatever as to ap- 
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plication of rates, and as a matter of fact we received 
a number of shipments via a competitive line, on which 
we paid the published through rate and no switching. 
In January, 1915, the publication involved was supple- 
mented, and a note restricting the traffic to the initial 
line was included, and in this connection we have from 
one of the line’s traffic officers a letter reading in part 
as follows: ‘The fact that the tariffs in effect in October, 
1914, did not specify that the rates from A to B were 
applicable only via rails, in nowise alters the case 
that the the rates were applicable only in connection with 
rails, as there were no arrangements with any con- 
necting line for any divisions of the rate in connection 
with any other line, and the note indicating that fact was 
only inserted so as to emphasize that fact.’” 

Answer: A railroad may not cancel or deny the 
benefit of a through route to a shipper because a con- 
necting line in the through route fails to make a proper 
or satisfactory arrangement for a division of the joint 
rate. If, therefore, the carriers over whose lines the 
shipment moved actually had on file or concurred in a 
tariff naming a through route between the points from 
and to which the shipment moved, and such tariff did 
not expressly restrict the traffic to some specific routing, 
in the matter of the absorption of switching charges, the 
shipper would be entitled to the later privilege on ship- 
ments moving over any lines of the carriers parties to 
the through route. In addition, the matter of undue 
discrimination might be raised by formal proceedings be- 
fore the Commission, where the carrier has in the past 
voluntarily absorbed a certain switching charge, and later 








- discontinued the practice, or where traffic moves from 


the same points of origin, and the switching charge is 
absorbed in the one case and not in the other, under 
alleged competition in the one case and not in the other, 
not constituting a substantial dissimilarity of circum- 
stances and conditions. Gravel and Sand Switching 
Charges at Chicago, 32 I. C. C., 296 (see page 1176 of the 
Dec. 26, 1914, issue of The Traffic World); Richmond 
Chamber of Commerce vs. S. A. L. Ry. Co., 30 I. C. C., 
556 (see page 51 of the July 11, 1914, issue of The Traffic 
World). * 
* * * 


Consignor’s Liability for Freight Discharged by Action of 
Carrier. 


Pennsylvania.—Question: “We have just had freight 
bill presented to us covering a shipment which we made 
Oct. 29, 1913, to one of our customers in the South to 
whom the transportation company made delivery of ship- 
ment, evidently extending them credit covering the 
charges. On March 16, 1915, consignee entered into 
bankruptcy and to-day our local agent presented freight 
bill to us for $70 covering charges, requesting us to pay 
same, as they have been unable to collect from consignee. 
While we are aware that the Interstate Commerce Com- 
msision holds that both the consignee and consignor are 
responsible for the charges, we are of the opinion that, 
owing to the fact that this matter was not referred back 
to us within a reasonable time, in fact, not until after 
the consignee had entered into bankruptcy, that we should 
not now be held responsible for these charges. Will you 
advise if there have ever been any decisions on similar 
cases?” 

Answer: It is the established purpose of the Inter. 
state Commerce Commission act to require common car- 
riers to collect, and shippers or consignees to pay, on all 
shipments covered by the interstate law the exact amount 
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covering such shipments: as is fixed by the schedule of 
rates filed with and approved by the Interstate Commerce 
Commission. Neither does this act prohibit the carrier 
from giving credit to a consignee in whole or in part 
for the carrying charges. On the other hand, while 
the law does not impose the duty upon the carrier to 
collect the freight from the consignee, and the consingor 
may become liable for it when the consignee refuses to 
pay, yet the carrier may forfeit its right to resort to 
the consignor by showing a purpose to rely wholly upon 
the personal responsibility of the consignee. The taking 
of a promissory note from the consignee payable at a 
future date, or arranging to extend the time for pay- 
ment, or opening an account with the consignee extending 
credits covering present and past freight charges, have 
been construed as new contracts between the carrier and 
the consignee by which the former has forfeited its right 
to resort to the consignor. Further, the Interstate Com- 
merce Commission holds that carriers must not neces- 
sarily delay the time in which to demand payment of 
undercharges, and this rule logically holds good in the 
matter of paying the original freight bill. For a carrier 
to delay one and a half years in the collection of a freight 
bill from the consignee, and thereafter attempt to collect 
the same from the consignor only by reason of the con- 
signee’s bankruptcy, in our opinion, indicates such a 
purpose to rely upon the personal responsibility of the 
consignee so as to forfeit its right to collect from the 
consignor. 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 

June 1—Lansing, Mich.—Examiner Marshall: 
1. & S. 618—Lumber from Michigan points. 


June 1—Shreveport, La.—Examiner Mackley: 
\. & S. 619—Lumber rates to eastern cities. 


June 1—Newport, Ark.—Examiner La Roe: 
ae and White River Transportation Co. vs. Mo. Pac. 
y. eta 
dune 1—Cincinnati, O.—Examiner S. H. Smith: 
In re Pere Marquette R. R. Co. 


June 2—Washington, D. C.: 

* 6834—In re C. R. I. & P. Ry. Co. 

June 3—Pine Bluff, Ark.—Examiner La Roe: 
7412—Pine Bluff Traffic Bureau vs. L. & N. R. R. Co. et al. 
7784—Dan Stewart vs. Y. & M. V. R. R. Co. et al. 


June 4—Dallas, Tex.—Examiner Mackley: 
i, & S. 616—Rates on harness to Oklahoma. 


June 4—Battle Creek, Mich.—Examiner Marshall: 
7806—Marshall Chamber of Commerce et al. vs. Michigan 
Central et al. 
June 5—Joplin, Mo.—Examiner La Roe: 
7610—Picher Lead Co. vs. St. Loius & San Francisco R. R. Co. 


June 7—Chicago, Ill.—Examiner Marshall: 
7648—Swift & Co. vs. Union Pac. R. R. Co. et al. 
wift & Co. vs. M. L. & T. R. R. & S. S. Co et al. 
7807—Swift & Co. vs. Sou. Ry. Co. 


June ne aame City, Mo.—Examiner La Roe 
I, S. 592—Rates on peaches from Missouri points. 


June 8&—Kansas City, Mo.—Examiner La Roe: 
\. & S. 611—Classification of rugs. 


June 8—Chica Ill.—Examiner Marshal 
7714—Frank agenburg vs. Belt Ry. oo: of Chicago et al. 


June 9—Loretta, Tex.—Examiner Mackley: 
1. & S, 602—Rates on lettuce from Texas points. 


June 9—Chicago, Ill.—Examiner Marshall: 

1. & S. No. 634—Central Freight Assn. plaster-board rates. 
7234—Grand Rapids Plaster Co. vs. Ann Arbor R. R. Co et al 
7404—American Cement Plaster Co, vs. L. S. & M. S. et al. 
7421—Bestwall Mfg. Co. vs. L. S. & M. S. Co. et al. 
7327—U S. Gypsum Co. vs. L. S. & M. §S. et al. 
7287—U. S. Gypsum Co. vs. B. R. & P. Ry. Co. et al. 
7436—Niagara Gypsum Co. vs. B. R. & P. Ry. Co et al. 


June 10—Hearing and arquavent. Washi. D. CG: 
* 1698—W. S. Duncan & et al, vs. . & St. L. et al. 
June 11—Ei Paso, Tex.—Examiner Mackey 


=e Raisers’ Stock Yards Assn. vs. El Paso & S. W. 
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Measure of Damages on Shipments Freight Charges 
Prepaid. 

New Jersey.—Question: “Under our terms of sale 
shipments are sold f. o. b. shipping point, freight pre- 
paid, which we claim gives us the right to include the 
freight charges on shipments of our specialties which are 
lost in transit in accordance with second paragraph of 
section 3 of the uniform bill of lading contract. Certain 
carriers have taken the stand that our terms of sale 
are practically a delivered price including the freight 
charges, which, technically speaking, is correct, although 
literally reading the bill of lading contract we claim these 
charges should be recovered on goods lost, since carriers 
would be receiving unearned revenue, which, you will 
appreciate, would be manifestly unjust.” 

Answer: The obvious purpose of section 3, paragraph 
2, of the uniform bill of lading, is to deprive the carrier 
of any possible right to receive compensation for the 
carrying of goods lost or damaged through its fault or 
negligence, and to entitle the owner to recover an amount, 
for such loss or damage, as might be measured by the 
value of the property at shipping point plus whatever 
freight charges have been actually prepaid. If such pre- 
paid freight charges have been added to the invoice price, 
then such invoice price alone would be the basis for 
determining the measure of damages, since the damages 
that a claimant is entitled to cannot exceed his actual 
loss. See our answer to “Ohio” appearing in this issue 
of The Traffic World, for our further views on this subject. 





7751—Southwestern Portland Cement Co. vs. Tex. & Pac. et al 


June 11—Denver, Colo.—Examiner La Roe: 
ae” ‘colorado Portland Cement Co. vs. A. T. & S. F. Ry. Co. 
et a 
7797—S. Ban Co. vs. Denver & Rio Grande R. Co. et al. 
a Coal Co. et al. vs. Colorado & | R. R. 
‘o. et al 
June 12—Denver, Colo.—Examiner La Roe: 
eS Tent and Awning Co. vs. Denver & Rio Grande 
R o. et al. 
oe + oom School Supply Co. vs. Lehigh Valley R. R. 


al. 
1671-Centennial School Supply Co. vs. A. T. & S. F. R. R. 
Co. et al. 
June 12—Chicago, Il]l.—Examiner Marshall: 
een Woolfolk & Clore et al. vs. Fla. E. C. Ry. 
et a 
June 14—Chicago, Ill—Examiner Marshall: 
oe C. Famechon Co. et al. vs. Great Northern Ry. 
oO. et 
7766—C. M. & St. P. Ry. Co. vs. a eee Ry. Co. 
June 14—Denver, Colo.—Examiner La R 
7790—American National Live Stock "an. et al. vs. Oregon 
Short Line R. R. Co. et al. 
ome 14—Phoenix, Ariz.—Examiner Mackley 
. & S. 614—Rates on petroleum to Arisoea points, 
ont 14—Washington, D. C.—Examiner Pugh: 
4800—Sloss-Sheffield Steel and Iron Co. et al. vs. Louisville & 
Nashville R. R. Co. et al. 


June 15—Chicago, Ill.—Examiner Marshall 
1, & S. 170—Excelsior from St. Paul, Minn., and other points 
7 Chicago, Ill., and other points. 

& S. 182—Flax tow, flax moss and flax fiber between St. 
oun Minn., Winona, Minn., and other points and Chicago, 
Til., Peoria, Tl, Kansas City, Mo., and other points. 

6315—-Morris, Johnson, Brown Mfg. "Co. vs. Tilinois Central R. 

o. et a 


June 15—Denver, Colo.—Examiner La Roe 
a Canon Coal Co. et al. vs. Gatecnte Midland Ry 
0. e@ 
Se Colorado Fuel Co. vs. C. W. & En, Ry. Co 
eta 


June 16—Chicago, Ill.—Examiner Marshall: 
|, & S. 615—Rates via rail and lake routes. 


June 1o—Los Angeles, Cal_—Examiner Macklay: 


6812—Pacific Motor Supply Co. vs. A. T. + S. F. Ry. Co. 

6812, Sub. No. 1—W. H. Whitesall vs. C. B. & Q. et al. 

6812, Sub. No. 2—Norman W. Church vs. T. & S. F. et al. 
6812, Sub. - 3—C. Will Risden vs. ~ = > Ss. F. t al. 

2 Sub. No. 4—M. Kupfer Co. vs. & S. F. et al. 


. & S. 583—Rates on fertilizer to Californie points. 
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June 17—Los Angeles, Cal.—Examiner Mackley: 
7597—Los Angeles Brewing Co. et al. vs. Sou. Pac 
7778—Moreland Motor Truck Co. vs. San Pedro, Bie Angeles 
& Salt Lake et al. 
6086—Merchants’ Traffic Assn. et al. vs. A. T. & S. F. et al 


June 19—Chicago, Ill.—Examiner Marshall: 
7844—Chamber of Commerce of the City of Milwaukee vs. 
Cc. M. & St. P. Ry. Co. et al. 


June 21—Diuluth, Minn.—Examiner Marshall: 
|. & S. 610—Lake lines deliveries at Duluth. 


June 21—San Francisco, Cal.—Examiner Mackley: 
7583—Hulme & Hart vs. A. T. & S. F. 
7758—Crown Willamette Paper Co. vs. Sou. Pac. et al. 


June 21—Argument at Washington, D. C.: 
6445—Cunningham, Duncan & Co. et al. vs. L. « a R. R. Co. 
6490—Lebanon Commercial Club vs. L. &. N. . Co. 
4678—Same vs. Same et al. 
4800—Sloss-Sheffield Steel and Iron Co. et al. vs. L. & N. R. 
R. Co. et al. This case is to be heard in connection with 
divisions between carriers. 

June 22—Argument at Washington, D. C.: 

* 1. & S. 555—Rate increases in Western Classification territory. 
Opening briefs in this ease may be filed by all parties not 
later than June 10, and reply brief for all parties not later 
than June 20. 

June 22—San Francisco, Cal.—Examiner Mackley: 

7869—Steamship Great Northern et al. 


—_ ey ee Minn.—Examiner Marshall: 
& S. 193—Advances on lumber, shingles and other articles 
from points located on the Washington Western Ry. to 
ey in Minnesota, Illinois, Indiana and other points. 
- & S. 507—Colorado class rates. 

aa 26—Omaha, Neb.—Examiner Marshall: 

7659—Commerce Club of Omaha vs. A. T. & S. F. Ry. Co. 

et a 


June 28—Omaha, Neb.—Examiner Dow: 
* 7352—Traffic Bureau Commercial Club of St. Joseph, Mo., vs. 
Cc. & W. Ry. Co. eta 
* 7447—Traffic Bureau Commercial Club of Atchison, Kan., vs. 
C. & N. W. Ry. Co. et al. 
* es a Club of Kansas City, Mo., vs. C. B. & Q. 
- Con et & 
* bg) pares ag ae Sioux City Commercial Club vs. C. & 
N. W. Ry. Co. et al. 
* —— Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et a 
June 28—Lincoln, Neb.—Examiner Marshall: 
7424—Abel & Roberts vs. Mo. Pac. Ry. Co. 
7589—Abel & Roberts vs. Mo. Pac. Ry. Co. 
7718—W. R. Brooks Coal Co. vs. Wabash R. R. Co. et al. 
%741—W. R. Brooks Coal Co. vs. C, R. I. & P. Ry. Co. et al. 
June 25—Reno, Nev.—Examiner Macklay: 
* wey ae County Land and Live Stock Co. vs. Sou. Pac. 


e 4 : 
* or R. Wrom et al. vs. Boca & Loyalton R. R. Co. 


July 1—Baltimore, Md.—Examiner Burnside: 
—— Chamber of Commerce vs. B. & O. R. R. Co. 
et a 


July 1—Concordia, Kan.—Examiner Marshall: 
—— Commercial Club et al, vs. A. T. & S. F. 
et al. 


‘ 7722—Concordia Commercial Club et al. 
Ry. et al. 
duly 1—Indianapolis, Ind.—Examiner Wood: 
* 1, & S. 585—Switching at Ridge Farm, Il. 


July 2—Shreveport, La.—Examiner Bissell: 
~ 1. & S. No. 622—Rates on doors from Louisiana. 


July 2—Johnson City, Tenn.—Examiner Keely: 
* 7865—Chamber of Commerce of Johnson City, Tenn., vs. Sou. 
Ry. Co. et al. 


July 3—Cedar Rapids, Ia.—Examiner Wood: 

* 6965—Cedar Rapids Grain Co. vs. C. P. & St. L. R. R. Co. et at 

* “oe & Musser Sash and Door Co. vs. Adams Express 
‘o. et 


~— 3—Philadelphia, Pa.—Examiner Burnside: 
. & S. 624—Cement rates to Ohio points. 


July 6—Knoxville, Tenn.—Examiner Kelly: 
& S. 629—Rates on coal to Red Wing, Minn. 
duly 6—Birmingham, Ala.—Examiner Bissell: 
ao Coal Co. et al. vs. Alabama Great Southern 
y. Co. e a 


July 6—Des Moines, Ia.—Examiner Wood: 

* 7580—New Monarch Machine and Stamping Co. vs. Indiana 
Harbor Belt R. R. Co. et al. 

* 7582—Elaterite Paint Co. vs. C. R. . Ry. Co. 

* 7899—Kratzer Carriage Co. vs. C. c ‘& & St. _ et al. 

* 7900—Watraus-Acme Mfg. Co. vs. Pere M. R. R. Co. et al. 


July 6—Philadelphia, Pa.—Examiner Burnside: 
oe Exchange of Philadelphia vs. N. Y. C. & 
H. R. R. et al. 
7941-—Thes. B. Hammer vs, A. C. L. R. R. Co. et al. 
7940—U. S. Cast Iron Pipe and Foundry Co. vs. Sou. Ry. et al. 


July 6—Chicago, Ill—Commissioner Daniels: 
tl. & S. 600—Western passenger fares. 


July 7—Des Moines, Ia.—Examiner Wood: 
* 7602—Pilcher Hardware Co. vs. C. & N. W. et al. 
* 7929—-Pilcher Hardware Co. vs. P. & L. E. R. R. Co. et al. 
* 7901—Dodd & Struthers vs. P. R. R. Co. et al. 
* be ae Monarch Machine and Stamping Co. vs. C. M. & 
et al. 
July 7—St. Louis, Mo.—Examiner Pitt: 
* 5380—Fullerton Lumber Co. vs. Alabama Central R. R. Co. 


vs. Ala. & Vicks. 
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et al., and portions of following Fourth Section Orders cov- 
ering rates on lumber from points in Arkansas, Louisiana, 
Mississippi, Missouri and Texas to Omaha, Council Bluffs, 
Des Moines and Sioux City: 


3749—M. K. & T. Ry. Co. and connections. 

2217—T. & P. Ry. Co. and connections. 

793—B. S. L. & W. Ry. Co. and connections. 

1635—I. & G. N. R. R. Co. and connections. 

4219—M. P. Ry. Co. and the St. L. I. M. & S. and connec- 


tions. 

2416—St. L. & S. F. R. R. Co. and conneitions. 
2371—-St. L. & S. F. R. R. Co. and connections. 
4218—M. P. Ry. Co. and St. L. I. M. & S. and connections. 
4852—St. L. S. W. Ry. Co. and connections. 
1951—K. C. S. Ry. Co. and connections. 
1952—L. & N. R. R. Co. and connections. 
2045—I. C. R. R. Co. and connections. 
2043—-Y. & M. V. R. R. Co. and connections. 
623—F.. A. Leland, agent. 

* 467—F. A. Leland, agent. 
July 8—Des Moines, Ia.—Examiner Wood: 
* 7839—National Clay Works vs. Minn. & St. L. R. R. Co. 
* 7622—Crystal Carbonating Co. vs. Mich. Cent. R. R. Co. et al. 


* pr Bey City Hide and Fur Co. vs. Minn. & St. L. R. R. 
o. eta 
July 8—Nashville, Tenn.—Examiner Kelly: 
6798—Nashville Lumbermen’s Club vs. L. & N. R. R. Co. et al. 


July 8—Philadelphia, Pa.—Examiner Burnside: 
a Milk Exchange vs. P. B. 
et al. 
July 8—Toledo, O.—Examiner Marshall: 
7761—Traffic Bureau of the Toledo Chamber of Commerce et 
al. vs. C. H. & D. Ry. Co. et al. 
July 12—Meridian, Miss.—Examiner Kelly: 
7919—C, L. Gray Lumber Co. vs. Ala. Tenn. & Nor. R. R. 
Co. et al. 
ony ae York, N. Y.—Examiner Burnside: 
. & S. 613—New York-New Jersey ferry rates. 
le 13—Jackson, Miss.—Examiner Kelly: 
sa R. Commission et al. vs. N. O. M. & C., 
0. eta 
om, 13—New York, N. Y.—Examiner Burnside: 
oe Frankfeld & Co. vs. New York Central R. R. Co. 
et al 
7 ae Ky.—Examiner Kelly 
i, . 628—Rates on coal to Kentucky. points. 
July wiediania: N. Y.—Examiner Burnside: 
7596—Duffney Brick Co. et al. vs. B. & M. z 
7661—Boston Brick Co. vs. B. & M. R. 5 
7696—Duffney Brick Co. vs. B. & M. m, _ 60, et al. 
7786—Boston Brick Co. vs. B. & M. R. t al. 
July 17—Cincinnati, O.—Examiner Kely: 
.@ §S. 625—Rates on coke from Virginia points. 
July “38—Chicago, Iil.—Examiner Kelly: 
* 1. & S. 623—Export grain case 
* 7938—Board of Trade of the City of Chicago vs. A. T. & 8S. F. 
Ry. Co. et al. 


July 19—Boston, Mass.—Examiner Burnside: 
a Dock and Storage Warehouse Co. vs. B. & 
M. R. R. 


ee 22 * 


HRHRHEHH HE 


& W. R. R. Co. 


20—Boston, Mass.—Examiner peek: 
eg Tde S. Graustein vs. B. & M = & . et al 
July 21—Chicago, IlL—Examiner Kelly 
l. & S. 627—Rates on coal from Toluca, Ill. 
July 22—Philadelphia, Pa.—Examiner aes: 
6942—-Consolidated Coal Co. et al. vs. B. & O. R. R. et al. 
J wy 22—Chicago, Ill.—Examiner we 
7123—Kawneer Mfg. Co. vs. A. T. & S. F. et al. 
July 23—Chicago, Ill.—Examiner aida. 
7916—Indiana Transportation Co. vs. G. R., Holland & Chi- 
cago Ry. Co. 
~—- 26—Milwaukee, Wis.—Examiner Kelly: 
5650—Chas. Becker, trading as Wisconsin Coal Co., vs. Pere 
M. R. R. Co. (To be heard on the question of reparation.) 
July 26—Pittsburgh, Pa.—Examiner Burnside: 
7863—Beaver Valley Pot Co. et al. vs. B. & O. R. R. Co. et al. 
eo W. Cotterill Lumber Co. vs. Morgantown & King 
et a 
4 27—La Crosse, Wis.—Examiner Kelly: 
7—La Crosse Shippers’ Assn. et al. vs. Ann Arbor R. R. 
“—. et al, 
July 27—Pittsburgh, Pa.—Examiner Burnside: 
7601—Andrews Bros. & Co. et al. vs. P. R. R. et al. 
7791—Pitt Gas Coal Co. vs. P. R. R. Co. et al. 
1 City, Ia.—Examiner Kelly: 
1i—Traffic Bureau of Sioux City Commercial Club vs. C. 
B. & Q. et al. 
July 3i—Des Moines, Ia.—Examiner Kelly: 
5441—Iowa & Southwestern Ry. Co. vs. C. B. & Q. R. R. Co. 
July 31—Des Moines, Ia.—Examiner Kelly: 
7809—Beaver Valley Milling Co. et al. vs. A. T. & S. F. Ry. 
Co. et al. 
August 2—Des Moines, Ia.—Examiner Kelly 
Such portions of the following Fourth Section applications as 
seek authority to continue rates .on peanuts from Suffolk, 
Norfolk, a a and Franklin, Va., to St. Paul and Min- 
neapolis, Minn., which are lower than the rates which are 
concurrently applicable to Marshalltown, Waterloo, Ia., and 
Des Moines, Ia., and other intermediate points: 
* 928—Virginian Ry. 
* 1747—Chesapeake Ye Ohio Ry. Co. 
* 1548—Southern Ry. 
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* 1561—Norfolk & Western. 

These applications are to be heard in connection with 
Western Grocer Co. et al. vs. B. & O. R. R. Co. et all, 
Docket No. 7700. 


August 2—Des Moines, Ia.—Examiner Kelly: 

* 1. & § 593—Rates on * glucose from Chicago. 

* 7700—Western Grocer Co. et al. vs. B. & O. R. R. Co. et al. 

* 7793—J. C. Hubinger Bros. Co. vs. A. T. & S. F. Ry. Co. et al. 


HEARINGS AT WASHINGTON—EXAMINER PUGH. 
I. & S. Docket No. 604 and First Supplemental Order—Official 
Classification Ratings. 


June 28 to and including July 1—Evidence by protestants: Beer 
in carloads and in less than carloads. Returned empty beer 
barrels, including minimum carload weights and estimated 
weight features. Beer cooperage. Old empty beer bottles 
and old empty mineral water bottles. Non-alcoholic bev- 
erages. 

July 2 to and including July 3—Evidence by protestants: Plug 
tobacco, including tobacco siftings, tobacco sweepings and 
tobacco cuttings or scrap. 

July 6 and 7—Evidence by protestants: Grain and grain products, 
including estimated weights of barrels of flour. 

July 8—E’vidence by protestants: Rags and scrap or waste 
paper. 

July 9—Opportunity will be given respondents to submit re- 
buttal evidence. 


DIGEST OF NEW COMPLAINTS 


No. 7540, Sub. No. 6. Snow Lumber Co., originally reported as 
No. 7540, which is the complaint of the Guilford Lumber Co. 

No, 7942. J. S. Stearns Lumber Co. vs. C. & N. W. et al. 

Alleges unjust and unreasonable rates on lumber from 
Odanah, Wis., to points in Indiana, Ohio and other states. 
—_— for just "and reasonable rates and reparation amounting 
to 5 

No. 7954. Scott Logan Milling Co. vs. C. R. I. & P. et al. 

Against a rate of 11.6c on flour from Sheldon, Ia., to Ells- 
worth, Minn., is unjust and unreasonable to the extent it ex- 
ceeded a rate of 7.7c, the amount of the rate to an inter- 
mediate point. Asks for reasonable rate and reparation. 

No. 7969. National Poultry, Butter and Egg Assn. vs. B. & O. 
S. W. et al. Alleges that rates on refrigeration in Official 
Classification territory are unjust and unreasonable. Asks for 
reasonable rates. 
double-faced corrugated strawboard boxes. Ask for an order 
requiring them to amend their classifications and tariffs so 
as to provide for the shipment of cigarettes in double-faced 
strawboard containers, made and sealed in accordance with 
rules proposed in the complaint, without the penalties now 
exacted in doubling and trebling ‘of the first class rate. 

No, 7999. National Implement and Vehicle Assn. of United 
State of America et al. vs. B. & O. et al. 

Against an advance of 12c from C. F. A. points on agricul- 
tural implements to New York, Boston, Philadelphia and Bal- 
timore for export. Ask for just and reasonable rates and 
reparation. 

No. 8000. Pittsburg and Ohio Mining Co. et al., 
and Cleveland, O., vs. B. & O 

Unjust and unreasonable aa discriminatory provisions in 
its Coal and Coke Tariff I. C. C. No. 869, as applied to lake 
coal, vessel fuel or coke at Cleveland, Lorain, Sandusky and 
Fairport Harbor. Ask for cease and desist order, the estab- 
lishment of a reasonable date, not to precede May 1, when 
special coal tariffs become effective. 

No. 8001. Swift & Co., Chicago, IIL, 
& Pacific et al. 

Against a charge of $2.50 per net ton for ice used in reicing 
of shipments of fresh meats and packing-house products from 
Fort Worth, Tex., and Kansas City, Kan., the reicing being 
done at East St. Louis, Ill. Reparation asked for. 

No, — F. Brody & Sons Co., Des Moines, Ia., vs. S. A. L. 

et al. 

Against a rate of 93c on cotton piece goods from Glen 
Raven, N. C., and Greensboro, N. C., and elsewhere as un- 
ust and unreasonable. Reparation asked for and the estab- 
ishment of maxima rates. 

Vo. 8003. American Pearl’ Button Co., 
Cc. B. & Q. 

Unjust, unreasonable and excessive charges on C. L. ship- 
ments of slack coal from Vickary, Ill. Maximum rates asked 
for and reparation. 

No. 8004. McCaull-Dinsmore Co., 
Central et al. 

Unjust and unreasonable charges on C. L. shipments of bulk 
shelled corn from Council Bluffs, Ia., reshipped to Kansas 
City, to Manchester, Okla. Reparation asked for. 

~ os he eC nae taeneee Co., Minneapolis, Minn., vs. C. St. 

Excessive charges on C. L. shipment of bulk shelled corn 
from Ritter, Ia., to Kansas City, Mo., due to alleged misrout- 
ing. Reparation asked for. 

Ne —. Mt. Pleasant Fertilizer Co., Mt. Pleasant, Tenn., vs. 

. & . 

Against a rate of $4.20 per net ton on shipments of potash, 
L. C. L., from Mobile, Ala., to Mt. Pleasant, as unjust and 
Spaneeaqnnte. Asks for rate not to exceed $2.35 and repara- 
tion. 

No. 8007. Dilltown Smokeless Coal Co., Dilltown, Pa., vs. B. R. 
ar. &F. RB BR. 

Alleged discrimination by recent failure to deliver empties 
for loading coal at junction points on the Black Lick Branch 
of the Crescent Division of the P. R. R. Cease and desist 
order, the establishment of maxima rates and such other order 
as the case may seem to warrant. 


Greensburg, Pa., 


and elsewhere, vs. Texas 


Washington, Iowa, vs. 


Minneapolis, Minn., vs. Illinois 
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No. 8008. Puyallup & Sumner Fruit Growers’ Assn., Puyallup, 
Wash., vs. Northern Pacific et al. 

Unjust and unreasonable charges on shipments of canned 
berries, C. L., from Puyallup, Wash., to Salt Lake City, due 
to —} 3 misrouting. Cease and desist order and reparation 
asked for. 


No. 8009. Powell-Myers Lumber Co., South Bend, Ind., vs. L. 
& N. R. R. Co. et al. ; 

Against a rate of 23c per 100 pounds on C. L. shipments of 
cross-ties from Equality and Ada, Ill., to Mason City, lowa, 
due to alleged misrouting. Cease and desist order and repa- 
ration asked for. 

No, 8010. Liggett & Meyers Tobacco Co., St. Louis, vs. Aber- 
deen & Rockfish et al. (all railroads in United States and 
Canada subject to the Act to regulate commerce). 

Alleges violation of the first three sections of the Act in 
that they impose double first class rates in Official and West- 
ern Classification territories and treble first class in Southern 
on cigarettes in doublé-faced corrugated strawboard contain- 
ers, which are safe containers, while maintaining lower rates 
on cigarettes in other kinds of containers, no safer than 


No. 8011. Proctor & Gamble Distributing Co., Cincinnati and 
elsewhere, vs. Alabama & Vicksburg et al. 

Unjust and unreasonable rates on soap and soap powder 
from Cincinnati to Kansas, Louisiana, Alabama and other 
southern and southwestern’ states in that they violate the 
Fourth Section. Asks for the establishment of just and 
resenetes rates On soap and soap powder and lard substi- 
utes. 

No, 8012. Same vs. Same. 

Unjust and umreasonable rates on lard substitutes from 
Macon, Ga., to local and joint stations in Louisiana. Asks 
for just and reasonable rates. ; 

No. 8013, Longton Produce Co., Sacramento, Cal., 
Pacific et al. 

Unjust and unreasonable charges on shipment of potatoes 
from Dayton, Nev., to San Antonio. Asks for reparation. 
on =. Prusia Hardware Co., Fort Dodge, Ia., vs. C. H. & 

. eta 

Against a rate of 45c on shovels, C. L., Piqua, O., to Fort 
Dodge, as unjust and unreasonable. Asks for a ceaSe and 
desist order and reparation. 

No. 8015. Roanoke R. R. & Lumber Co. et al., Berkley, Va., 
and elsewhere, vs. Norfolk Southern. 

Unjust and unreasonable rates on C. L. logs and mine props 
from stations on its road to points in Virginia. Asks for 
just and reasonable rates and reparation amounting to $10,000. 

No. 8016. M.‘C. Peters Mill Co., Omaha, Neb., vs. C. B. & Q. 

Against a refusal to allow transit privileges on refuse mo- 
lasses used in the manufacture of alfalfa feed. Ask for the 
approval of transit rules and reparation of $7,978.23. 

m, .e eo Pickle and Canning Co., Blue Island, Ill., vs 

Against a rate of 10c on pickles, catsup, kraut, C. L., from 
Keokuk, Ia., to St. Louis, as unjust and unreasonable. Asks 
for the restoration of a 7c rate and reparation. 

7, —_ Oklahoma Fuel Co., Wichita, Kan., vs. M. K. & T. 
et al. 

Against a rate of $3.54 on lump coal from Witteville, Okla., 
to Burnett, Tex., as unjust and unreasonable. Asks for just 
and reasonable rate and reparation. 

No. 8019. Iola Cement Mills Traffic Assn. et al., 
Dewey, Okla., vs. A. T. & S. F. et al. 

Unjust and unreasonable individual and joint rates on port- 
land cement in carloads from manufacturing points at Iola. 
Mildred, Humboldt, Independence, Fredonia, Altoona and 
Chanute, Kan., and Dewey. Okla., to points of consumption in 
states of Missouri, Iowa, Minnesota and South Dakota, and 
unduly preferential in favor of competitive mills in Kansas, 
Missouri, Iowa, Illinois and Indiana. Ask for cease and desist 
order and the establishment of maxima rates. 

No. 8020. Long & Bellamy Bros. Co., Seabrooke, S. C., vs. 
Charleston & Western Carolina Ry. Co. et al. 

Excessive charges on shipments of vegetables from Sea- 
brooke to New York, by the naming of a carrier as a partici- 
pant in the traffic which it is alleged took no part in same 
and therefore was not entitled to same. Ask for reparation. 


No. 8021. Wilhoit Refining Co., Springfield, Mo., vs. M. K. & T. 

Unjust, unreasonable and excessive charges on shipments of 

crude oil, Cushing, Okla., to refineries in southwestern Kan- 

so. n28 9 in excess of the published rate. Ask for reparation of 
3.96. 


“., = 8022. W. H. Fissell & Co., 
et al. 
Excessive and unjust charges on mixed carload shipment 
of contractor’s outfit from Wytheville, Va., to New York, by 
reaoson of alleged error in weight Ask reparation. 


t. Lumaghi Coal Co., Cantine, Ill., vs. Wabash R. R. Co. 
e 
Against alleged overcharges on shipments of bituminous 
coal from Cantine, Ill., to Columbia, Mo., due to alleged errors 
in weight. Asks reparation. 


No. 8024. North Pacific Fruit Distributors, Spokane, Wash., vs. 
Northern Pacific et al. 

Against a charge of $5 per car for the use of refrigerator 
or insulator cars when furnished at shippers’ request as un- 
just and unreasonable and in violation of the Commission’s 
rule as prescribed in the Arlington Heights Fruit Exchange 
et al. vs. Southern Pacific Co. et al. Ask for cease and 
desist order and reparation. 

No. 8025. Goldcamp Mill Co., Ironton, O., vs. Norfolk & West- 
ern Ry. Co. 

Excessive, unreasonable and unjust rates on grain and grain 
products, C. L. and L. C. L., from Ironton, O., to points in 
Virginia and West Virginia, and unduly prejudicial and dis- 
advantageous in favor of competitors on the Sciota. Valley 
Division of the N. & W. R. R. Ask for cease and desist order, 
the establishment of maxima rates and reparation. 


vs. Southern 


Iola, Kan., and 


New York City, vs. B. & O. 
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MINOR UNREPORTED OPINIONS 


Copies of Unreported Opinions may be obtained from the 
— ington office of The Traffic Service Bureau at a nominal 
price.) : 


No. 1960, Case No. 5913. Meeds Lumber Co. vs. N. O. Gt. 
Nor. R. R. Co. et al. Charges collected on @ carload of lum- 
ber. from Sun,. La., to Helena, Ark., found to have been un- 
reasonable. Reparation awarded. 

No. 1964, Case No. 6529. Ireland & Rollings vs. St. L. & 
G..K. i R. Co. et al. Fourth Section Applications Nos. 703, 
799 and 1573. (1) Rate on store furniture in carloads from Fort 
Scott, Kan., to Augusta, Ga., not found to have been unreason- 
able. Complaint dismissed. (2) Questions arising under the 
Fourth Section of the act reserved for consideration in connec- 
tion with the determination of defendants’ Fourth Section Ap- 
plication following general revision of rates to the southeast in 
oe iat “Fourth Section Violations in the Southeast, 20 
lL ¢ ¢,, a” 

No. 1966, Case No. 7392. Weis & Lesh Mfg. Co. et al, vs. 
Mobile & Ohio R. R. Co. Defendants’ rules and regulations 
applicable to transit on lumber at Jackson and Trenton, Tenn., 
not found to be unreasonable or unjustly discriminatory. Com- 
plaint dismissed. 

No. 1969, Case No. 6332. J. H. Wilkes & Co. vs. Ala. Gt. 
Sou. R. R. Co. et al. Rate of 2ic on imported black strap mo- 
lasses in tank cars from Mobile, Ala., to Nashville, Tenn., 
found to have been unjust to the extent it exceeds the rate 
contemporaneously maintained to St. Louis, Mo. 

No. 1968, Case No. 4975. Retail. Merchants’ Assn. of Mon- 
tana et al. vs. Nor. Pac. Case ‘Ng./4975,: ..No. 1, Same vs. 
Gt. Nor. Ry. Co. Case No. 4975, Sub. 'No.’2, Satine vs. C. M. & 
Puget Sound Ry. Co. et al., and Case No. 5278, Same vs. North- 
ern Pacific Ry. Co. et al. Class and commodity rates to Mon- 
taria points from the region between St. Paul and Kansas City 
on the west and the Atlantic Seaboard on the east not found 
- i SETERAeRee or unjustly discriminatory. Complaints dis- 
missed. 

No. 1971, Case No. 7013. Sodeman Heat and Power Co. vs. 
Illinois Central R. R. Co. et al. Complaint alleges that the fail- 
ure of the southern classification to provide a carload rating on 
mixed shipments of articles consisting of a steam or hot 
water heating plant is unreasonable. Allegation found not to 
be sustained and complaint dismissed. 

No. 1972, Case No. 7042. Mascari Bros. vs. St. L. & S. F. 
R. R. Co. et al. Charge collected for the transportation of a 
less than carload shipment of wine in bbls. from Pittsburg, 
Calif., to Memphis, Tenn., found to have been unreasonable. 
Reparation awarded. 


No. 1973, Case No. 7201. B. Miffilln Hood, trading as B. 
Miffin Hood Brick Co., vs. Southern Ry. Co. Rate charged for 
the transportation of a carload of common brick, Greenville, 
S. C., to Atlanta, Ga., found unreasonable. Reasonable rates 
prescribed for the future and reparation awarded. 


No. 1974, Case No. 7227. Dewey Bros. Co. vs. B. & O. S. 
W. R. R. Co. et al. Rate charged on mixed shipment of bran 
and middlings from Beardstown, Ill, to Ravenswood, W. Va., 
not found to have been unreasonable. Complaint dismissed. 

No. 1975, Case No. 7240. Robert R. Sizer & Co. vs. Atlantic 
Coast Line R. R. Co. et al. Charge of 3c per 100 pounds on 
shipments of loose lumber to points within New York lighter- 
age —_ found to be unjust and unreasonablé. Reparation 
awarded. 


No. 1977, Case No. 7349. C. W. Mapes vs. Great Northern 
Ry. Co. et al. and Fourth Section Application No. 1850. (1) De- 
fendant’s rate for the transportation of a carload of wool in 
sacks from Harlem, Mont., to Marion, Ohio, found to have been 
unreasonable. Rate of $1.30 per 100 pounds prescribed as the 
maximum for the future, same to be established on or before 
August 1. (2) That portion of Fourth Section Application No. 
1850, filed by W. H. Hosmer, agent, which seeks authority to 
continue rates for the transportation of wool in carloads from 
St. Paul, Minn., to Buffalo, N. Y., which are lower than rates 
concurrently in effect on like traffic to Marion, O., and other 
intermediate points, denied. 

No. 1978, Case No. 6956. Gold Stamp Mining Co. vs. Great 
Northern Ry. Co. Rate of $1.23 per 100 pounds charged for 
the transportation of mining machinery in carloads over an 
international route from Nighthawk, Wash., to Seattle, Wash., 
found to have been unreasonable. Reparation awarded. 

No. 1979, Case No, 6993. American Vulcanized Fiber Co. vs. 
B. & O. R, R. Co. et al. The ratings given to vulcanized fiber 
in the current official classification, second class in L. C. L. and 
fourth class in C. L,., not shown to be unreasonable and com- 
Plainant and its traffic are not found to be unduly prejudiced. 

No. 1981, Case No. 7277. Reed Foundry and Machine Co. vs. 
Grand Rapids & Indiana Ry. Co. et al. Rate charged for the 
transportation of a carload of cultivators, Kalamazoo, Mich., to 
Campbelltons, Fla., found to have been unlawful and unreason- 
able. Reparation awarded. 

No. 1982, Case No. 7330. National Supply Co. of Kansas vs. 
L. S. & M. S. Ry. Co. et al. No. 7331, Same vs. Same, and No. 
7341, Same vs. Toledo, St. Louis & Western R. R. Co. et ai. 
Rates charged for the transportation of bull-wheel cants, arms 
and pins in the rough, C. L., from Wagon Works, O., to Electra, 
Tex., and Lewis, La., found to’ have been unreasonable. 
Reasonable rates prescribed for the future and reparation 
awarded. F 

No. 1983, Case No. 7397. Indian Refining Co. vs. Southern 
Ry. Co. Following Storage Charges in C. F. A. Territory, 28 
I. C. C., 372, and International agricultural Corporation: vs: A. 
& W. P. R. R. Co., 32 I. C. C., 199, penalty storage charges as- 
sessed by defendant on a carload of gasoline at Rome, Ga., 
found to have been unreasonable. Reparation awarded. 

No. 1986, Case No. 7054. I. C. M. Tyler, trading as the Tyler 
Coai and Coke Co. vs. P. R. R. Co. et al. Two cars of coal 
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shipped from Hastings, Pa., to Winooski, Vt., found not to have 
been misrouted by defendants. Complaint dismissed. 
Complaint dismissed. : j 

No. 1985, Case No. 7149. Thos. Fitzgerald Co. vs. B. R. & 
P. Ry. Co. Demurrage charges on twenty-three carloads of 
brick and cement at Springville, N. Y., not found to be un- 
reasonable or improperly assessed. Complaint dismissed. 

No. 1987, Case No. 7069. Lone Star Brewing Co. vs. M. K. 
& T. Ry. Co. et al. Following Zang Brewing Co. vs. C. B. & Q. 
R. R. Co., 18 I. C. C., 337, and Lone Star Brewing Co. vs. St. L. 
I. M. & S. Ry. Co., Unreported Opinion ‘No. A531, the second 
class rate on L. C. L. shipments of wooden bungs, in barrels, 
from St. Louis, Mo., to San Antonio, Tex., found to have been 
unreasonable. Reparation awarded. 

No, 1988, Case No. 7083. Geo. H. Lee Co. vs. C. R. I. & P. 
Ry. Co. The application by defendants of the second class rate 
for the transportation ‘of a mixed C. L. shipment of incubators 
and brooders from Omaha, Neb., to Wichita, Kan., found to 
have been unreasonable and that a reasonable rate would not 
have exceeded the third class rate contemporaneously in effect. 
Reparation awarded. 

No. 1989, Case No. 7084. Knight Mercantile Co. vs. Wabash 
R. R. Co. et al. Rate charged on L. C. L. shipments of motor- 
eycles from Chicago, Ill., to St. Louis, Mo., found to have been 
unreasonable to the extent it exceeded one and one-half times 
the first class rate. Reparation awarded. 

No. 1990, I. & S. Docket No. 539. Cement rates from West 
Copley, Pa., and other points to points in Virginia and West 
Virgina. Proposed increases in rates on cement from points in 
Pennsylvania and New Jersey to points in Virginia and West 
Virginia found not justified and required to be canceled. 

No. 1991, Case No. 5809, Sub. No. 1. Camden Iron Works 
vs. A. C. L. R. R. Co. Reparation awarded upon shipments of 
pig iron from the Birmingham, Ala., district to eastern destina- 
tions, upon which a wharfage and handling charge at Norfolk, 
Va., terminals of 25c per 100 pounds, found unreasonable by the 
Cosgaaieton in its report of Feb. 3, 1914, was collected by de- 
endant. 


No. 1992, Case No. 6899. P. H. Diehl Lumber Co. vs. C. M. 
& St. P. et al., and Case No. 6899, Sub. No. 1, Same vs. C. M. 
& St. P.. The consignees of shipments of lumber from Springs- 
ton and St. Joe, Ida., to Morristown, S. D., refuse to accept 
delivery at that an. and the shipments were reconsigned to 
McLaughlin, S. . Held: That the through rate of 35 cents 
should have been applied to McLaughlin. Charges collected 
were unlawful to the extent that they exceeded charges based 
on the through rate. Reparation awarded. 

No. 1993, Case No. 6952. Consolidated Fuel Co. vs. C. B. & 
Q. R. R. Co. Defendant diverted a carload of coal from Cla- 
rinda, Iowa, to Tarkio, Mo., contrary to complainant’s instruc- 
tions. Held: Misrouting. Reparation awarded. 

No. 1994, Case No. 7043. Schloss & Kahn vs. LL. & N. R. R. 
Co. Rate of 13c per 100 pounds charged during October, 1912, 
on certain shipments of cotton ties and cotton bagging from 
Montgomery, Ala., to New Orleans, La., found to have been 
unreasonable and unjustly discriminatory to the extent it ex- 
ceeded 10c per 100 pounds. Reparation awarded. 

No. 1995, Case No. 7049. Williamsburg Lumber Co. vs. Gulf 
& S. I. R. R. Co. et al. Complainant alleges that unreasonable 
charges were collected by defendants for the transportation of 
two carloads of lumber shipped from Collins, Miss., to Wash- 
ington, D. C., where they were reconsigned to Wilmington, Del. 
Held: That the complaint is barred through laches. 

No. 1996, Case No. 7107. Powell-Myers Lumber Co. vs. St. 
L. S. W. Ry. Co. et al. Charges collected for the transportation 
of a carload of lumber from Saline Siding, Ark., to Tweed, 
Ont., found to have been in accordance with the published 
tariffs. Complaint dismissed. 

No. 1997, Case No. 7181. Pennsylvania Salt Co, vs. P. R. R. 
Facts of record found insufficient for determination of the re- 
sponsibility for detention of cars on which demurrage accrued, 
Complaint dismissed. 

No. 1998, Case No. 7196. Pioneer Fruit Co. vs. Sou. Pac. 
et al. Allegation of misrouting of a carload of green pears, 
originally billed from Alviso, Cal., to Minneapolis, Minn., recon- 
signed in transit to Aberdeen, S. D., not sustained by the 
record, and complaint dismissed. 

No. 1999. Case No. 7214. Wichita Business Assn. vs. Mid- 
land Valley R. R. Co. Rate of 28c per 100 pounds for transpor- 
tation of three carloads vehicle wood in the white from Fort 
Smith, Ark., to Wichita, Kan., found to have been unreasonable 
to the extent that it exceeded 22c. Reparation awarded. 

No. 2000, Case No. 7298. Reedes Coal Co. vs. Ann Arbor 
R. R. Co. Demurrage charges collected in connection with the 
reconsignment of a carload of coal from Frankfort, Mich., to 
Eyota, Minn., not found to have been unlawful. Complaint 
dismissed. 

No. 2001, Case No. 7336. R. A. & J. J. Williams Co. vs. 
Maine Central R. R. Co. et al. Rate on lumber, C. L., from 
Stillwater and Milford, Me., to Port Richmond, Philadelphia, Pa., 
for export, not found unreasonable. Complaint dismissed. 

No, 2002, Case No. 6360. Great Western Oil Refining Co. vs. 
M. K. & T. Ry. Rate charged for transportation of returned 
shipment of petroleum oil in barrels from Kansas City, Mo., to 
Erie, Kan., not found to have been unreasonable nor unjustly 
discriminatory. Reparation awarded on account of an over- 
charge. 

No. 2003, Case No. 7108. Texas United Construction Co. vs. 
New Orleans, Texas & Mexico R. R. Co. et al.; also Fourth Sec- 
tion Application No. 461. (1) Rate of 25c per 100 pounds on 
gravel, C. L., from Anchorage, La., to Galveston, Tex., found 
to have been unreasonable to the extent that it exceeded 8.45c 
per 100 pounds, minimum 50.000 pounds. Waiver of under- 
charges authorized. (2) Fourth Section Application No. 461, in 
so far as it seeks authority to continue to charge joint through 
rates on gravel from Anchorage, La., to Galveston, Tex., which 
are higher than the aggregate of the intermediate rates to and 
from Houston, Tex., denied. 

o. 2004, Case No. 5845. National League of Commission 
Merchants of the United States vs. P. R. R. Co. On rehearing 
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former reward of reparation of drayage charges on carloads of 
Reaches from Jersey City, N. J., to New York, N. Y., affirmed. 
errors of calculation made by defendants corrected. 

No. 2005, Case No. a eee Nebraska Bridge Supply and Lum- 
ber Co. vs. Ala, Gt. Sou. R. R. Co. et al. Rates for the trans- 
Portation of cedar fence posts, C. L., from Chickamauga, Ga., 
to destinations in Nebraska, Missouri, Kansas and Iowa, found 

have been unreasonable to the extent that the portions of 
the through rate applied from Chickamauga to Caira, Ill., ex- 
ceeded lic. Reparation awarded. 

No, 2006, Case No. 6809. Warner Iron Co. vs. L. & N. R. R. 
Co. Following the eer applied in Central Commercial Co. 
vs. L. & N. R. R. Co., 27 I. C. C., 114, and 33 IL. C. C., 164, Held: 
That the L. & N. R. R. te. should permit the reconsignment and 
div of carload shipments of coke, in transit from Appa- 
lachia, Va., to Goodrich, Tenn., Bowling Green, Ky., and other 
points on its line to Cumberland Furnace, Tenn., on the basis 
of the a rate from Appalachia, Va., to Cumberland Fur- 
nace, plus e maximum charge of $5 per ear for the extra 
services incident to the diversion. Reparation awarded. 

No. 2007, Case No. 6873. National Lock Co. vs. C. M. & 
Gary Ry. Co. et al. Complainant’s prayer for a mixed carload 
rating on various carloads of hardware shipped from Rockford, 
Ii., to High Point, N. C., denied. 

No Case No. 7007. Carl Marty & Co. vs. C. B. & Q. 
R. R. Co. Charges for the transportation of less than carload 
shipments of cheese from Alma, Wis., to Chicago, Ill., found 
to have been unreasonable to the extent that they exceeded 
the charges that would have accrued on the basis of the aggre- 
_— of the intermediate rates contemporaneously in effect. 

eer awarded. 
2009, Case No. 7058. John M. ‘Woods Lumber Co. vs. 
St. I °F M. ‘& Sou. et al. Carload rates on lumber from Mem- 
phis, Tenn., originally consigned to New Haven, Conn., but 
diverted in transit to Amesbury, Mass., found to have been 
unreasonable. Reparation awarded. 

No. 2010, Case No. 7076. Monroe Hardware Co. vs. N. Y. N. 
H. & H. R. R. Co. et al. Rate of 80c per 100 pounds charged 
on one carload of loaded shells and metallic cartridges from 
Bridgeport, Conn., to Monroe, La., found to have been unreason- 
able to the extent it exceeded 65c per 100 pounds. Reparation 
awarded. 

No, 2011, Case No. 7096. Palmer & Semens Lumber Co. vs. 
Cc. & O. et al. Charges exacted in excess of the actual weight 
of a carload shipment of lumber from Raleigh, W. Va., to 
Youngstown, Ohio, held to be unjust. Correct scale weight 
should have been charged. Reparation awarded. 

No. 2012, Case No. 7098. Hice Mfg. Co. vs. Charleston & W. 
Cc. Ry. Co. et al. Rate applicable to the transportation of 
table rims in the rough from Augusta, Ga., to Johnson City, 
Tenn., not found to be unreasonable. Reparation awarded on 
account of overcharge. 

No. 2013, Case No. 7111. Patent Cereals Co. vs. N. Y. C. R. 
R. Co. et al. Transit charges at Geneva, N. Y., on ex lake corn 
from Buffalo, N. Y., not found to have been unreasonable or 
unduly prejudicial Complaint dismissed. 

No. 2014, Case No. 7192. Dewey Bros. Co. vs. P. C. C. & St. 
L. et al. Rates on distillers’ dried grain from Cheswick, Pa., to 
Garrettsville, Ohio, not found to have been unreasonable.’ 2. 
Rate of 22%e on cottonseed meal from Huntsville, Ala., to East 
Orwell, O., found to have been unlawful. Reparation awarded. 

No. 2015, Case No. 7195. Dewey Bros. Co. vs. B. & O. S. W. 
>. me. Oo. et’ al., and portions of Fourth Section Application No. 
2072. Rate of ilc on corn from Cuba, Ohio, to Raymond City, 
W. Va., found to have been unreasonable and reparation 
awarded. 

No. 2016, Case No. 7233. Price Iron & Steel Co. vs. Norf. & 
West. Ry. et al. Charges for the transportation of a shipment 
of scrap iron from Chicago, Ill., to Portsmouth, Ohio, based on a 
rate of 87,500 pounds, found to have been unlawful to the extent 
that they exceeded char a based on the weight of 83,720 
pounds. Reparation awar 

No, 2017, Case No. 7276. Producers’ Lumber Co. vs. Norf. 
Sou. R. R. Co. et al. Reparation awarded on account of un- 
reasonable rate charged on a carload shipment of lumber from 
Elizabeth City, N. C., to North Wales, Pa. 

Hae i, Case ‘No. 7033. Buchanan Coal Co. vs. C. R. I. & 
P. Ry. Demurrage charges which accrued as a result of the 
cons bas s refusal of a shipment of coal because of damage 
in transit found to have been collected in accordance with de- 
oor tariff and not to be unreasonable. Complaint dis- 
misse 

No. 2019, Case No. 6263. W. W. Barnard Co. vs. C. & N. 
W. Ry. Co. et al. Complainant asks reparation for alleged un- 
reasonable charges collected for the transportation of carload 
shipments of moss from points in Wisconsin to Chicago, III. 
Held: That reasonable charges should not have exceeded those 
that would have accrued at the fourth class rate, based on a 
minimum carload rate of 15,000 pounds in cars 36 feet in length, 
subject to Rule 6B of Western Classification now in effect. As 
the total charges collected on the shipments did not exceed 
those that would have accrued on the basis found reasonable, 
complaint has been dismissed. 

‘No. 2020, Case No. 6621. Rath Packing Co. vs. Ill. Cent. R. 
R. Co. and portion of Fourth Section App ication No. 1948. (1) 
Rates for the transportation of packing house products in car- 
load from Waterloo, Ia., to Chicago, Ill, not found unreason- 
able, but the rates applicable via the Chi. Gt. West. found 
unduly prejudicial. (2) Portion of defendant’s Fourth Section 
Application No. 1948, asking authority to continue rates for 
the transportation of packing -house products in carloads from 
pn ntnnar sage Ia., to Chicago, Ill., lower than the rates con- 

ovaee Ae effect on like traffic from Waterloo, Ia., and other 
Setarine te points granted in part, 

No. 2021, Case No. 6857. Lord & Bushnell Co. vs. T. & P. 
Ry. Co. et "al, Complainant requested the initial carrier to 
giver to Curtis gt Md., a car of lumber en route from Boy- 

to Butler, The diversion was not effected. Held: 
That the initial is did not transmit the order to its connec- 
tion with due diligence and that it is chargeable. 
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No. 2022, Case No, 6986. Fortune Gallo vs. L..V. R. R. Co. 
et al. . Excess baggage charges on five trunks from New = 
to San Francisco found to have been improperly 
Beveretien awarded. 

2023, Case No. 7028. M. Alshuler Co. vs. Chi & 
Northwestern Ry. Co. et al. Rate on wash dresses ma of 
percale or crepe in less than carloads from Waukegan, lll, to 
Pacific Coast terminal points not found to be unreasonable or 
unjustly discriminatory. Complaint dismissed. 

No. 2024, Case No. 7041. Peninsula Portland Cement Co. vs. 
Cincinnati ‘Northern R. R. Co. Rate of 25c pér ton on clay, 
Cc. from Bryan, O., to Cement City, Mich., found to have 
been justified. Cote laint dismissed. 

No. 20: Case No. 7044. Gustav Benjamin vs. Mich. Cent. 
R. R. Co. se hertain shipments of crushed ganister rock, moved 
from points in Pennsylvania to Wellon, Ont., at the ‘through 
rates made up on the combination of Black Rock, N. Y., but as 
the through rate charges are not attacked, and as all carriers 
participating in the combination through rates and the through 
routes are not made party defendants the complaint will be 
dismissed. 

No. 2026, Case No. 7063. Pacific Fruit Exchange vs. A. T. & 
S. F. et al. Rates on fresh, deciduous fruits, C. L., from 
points in California to Van Couver, Tenn., found to have ex- 
ceeded the rates provided by the carriers. Rate charged from 
points in the San Joaquin Valley of California to Seattle, Wash., 
found to have been unreasonable to the extent it exceeded the 
“ae of intermediate rates. Reparation awarded. 

No. 2027, Case No. 7066. Centennial School Supply Co. vs. 
Cc. & E, I. R. R. Co. et al. Rates on pulpwood blackboards, 
Gi! Ski from Chicago Heights, Ill., to Denver, Colo., found to 
— been unjustly discriminatory. 
No. 2028, Case No. 7093. Abraham D. Radinsky vs. U. P. 
. Se. et al. Rates on rags, C. L, from Denver, Colo., to 
Portland, Ore., and to Jefferson Street Station, Portland, found 
to have been unreasonable. Reparation awarded. 

No. 2029, Case No. 7097. Jay Burns Baking Co. vs. Ameri- 
can Express Co. et al. Express rates on return shipments of 
empty pie containers not found to have been unreasonable or 
unjustly discriminatory. 

No. 2030, Case No. 7102. Niverson-Weisskopf Co. vs. Ft. 
Wayne, Cincinnati & Louisville Ry. Co. et al. Complaint attacks 
as unlawful a rate of 9c assessed on shipments of strawboard 
which was billed as “straw paper.’’ Held: That the application 
of the higher rate resulted from intentional misdescription of 
the commodity by the consignors. Complaint dismissed. 

No. 2031, Case No. 7151. Perkins Glue Co. vs. L. V. R. R. 
Co. et al. Reparation awarded on account of unreasonable rates 
on carload shipments of cassave flour from New York, N. Y., 
to Lansdale, Pa. 

No. 2032, Case No. 7237. New Richmond Roller Mills Co. et 
al. vs. M. St. P. & S. S. M. R. R. Co. Rate of 17c on straw, 
Cc. L., from Somerset, Jewett and Cylon, Wis., to Chicago, IIl., 
unreasonable to the extent it exceeded the rate of 15c concur- 
rently applicable on*hay. Reparation awarded. 

No. 2033, Case No. 7269. Colonial Salt Co. vs. Pennsylvania 
Co. et al. Drayage charges paid by complainant for the deliv- 
ery of two carloads of salt shipped from Akron, Ohio, to Cris- 
field, Md., not found to have been due to misrouting. Complaint 
dismissed. 

No. 2034, Case No. 7316. Chickasaw Lumber Co. vs. L & 
N. R. R. Co. et al. Following Blue Grass Lumber Co. vs. L. & 
N. R. R. Co., 26 I. C. C., 438, rate on hardwood lumber from 
Marianna, Fla., to eastern seaboard and interior eastern points 
found unreasonable. Reparation awarded. 

No. 2035, Case No. 6992. Rockford Paper Box Board Co. vs. 
Illinois Central R. R. Co. et al. Rate of 11.4c on shipments of 
silicated soda solution in tank cars from Grasselli, Ind., to 
Rockford, Ill., found to have been unreasonable to the extent 
that it exceeded a rate of 8c per 100 pounds. Reparation 
awarded. 

No. 2036, Case No. 7005. M. A. Williams Co. vs. P. R. R. 
Co. et al. Charges collected on mixed carload shipments of 
sewer pipe and flue lining from Parrell, Ohio, to Hancock, 
Mich., found to have been in excess of those which would have 
accrued at the lawful tariff rate. Reparation awarded. 

No. 3038, Case No. 7035. Union Canning Co. vs. L. & N. 
R. R. Co. et al. Rate of 11%c on tan bark, C. L., from Tellico 
Plains, Tenn., to ccensteneegs. Tenn., applied as a portion of a 
through rate to Flintston, , not found to be unreasonable. 
Complaint dismissed. 

No. 2039, Case No. 7079. Stuttgart Rice Mill Co. vs. Tex. 
& N. O. R.'R. Co. et al. Rate of 70c on C. L. shipments of 
rough rice from Orange, Tex., to Stuttgart, Ark., found to be 
unreasonable to the extent that it exceeded a rate of 28téc. 
Reparation awarded. 


COMMISSION ORDERS. 

An application to amend its petition has been granted 
to the McCaull-Dinsmore Co. vs. C., M. & St. P. Ry. Co. 
et al, Docket No. 7625, Sub-No. 6. A similar order has 
been issued in Docket 7625, Sub-No. 5. 

A permissive order has been issued in case of the 
Hobbs Hardware Co, et al. vs. A., T. & S. F. Ry. Co. et al. 
This order is issued at the request of the Santa Fe road 
and is to cover claims for refunds under the Commission’s 
decision of June 3, 1913, on all shipments to Raton and 
Springer, N. M., from Chicago, Peoria, St. Louis and east- 
ern points of origin, on movements between Nov. 21, 1910, 
and. Jan. 1, 1913. The rates charged were higher than 
the combinations of the locals. 
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May 29, 1915 





This department is conducted by a traffic man of 


long experience and wide knowledge. In it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 


help him in his work. We reserve the right to refusq 


to answer any questions that we judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. 

Address “Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, Ill. 





Shipment Via Cheapest Route. 

Q.—Please find attached copy of bill of lading dated 
November 30, covering a shipment of 10 boxes bottle 
caps, consigned to our branch house at Kansas City, Mo., 
routed via Union Line, c|jo Missouri Pacific Railroad. 

The Pennsylvania Railroad (Union Line) transported 
this consignment to St. Louis and there delivered same 
to the Missouri Pacific Railroad. Via this route the rate 
is, second class, 68 cents to St. Louis, special commodity 
rate of 35 cents beyond, through, $1.03. Via Chicago 
there is a second class rate of 57 cents per 100 pounds 
to Chicago, 45 cents special commodity rate beyond, 
through, $1.02, or 1 cent lower than the St. Louis com- 
bination. 

We contend, in view of the fact that our bill of lading 
showed no junction point for delivery to the Missouri 
Pacific, the agent of the Pennsylvania Railroad should 
have consigned shipment via Chicago, clo C. & A. Railroad 
to St. Louis and there delivered to the Missouri Pacific 
Railroad. 

Will you kindly advise if we would be justified in 
filing a claim on the grounds that carrier should have 
forwarded via the lowest possible route? 

A.—You would not be justified in filing claim on the 
grounds that carrier should have forwarded this ship- 
ment via the cheapest route, for the reason that the 
Pennsylvania Co., over which the Star Union. Line is 
operated, has no physical connection at Chicago with 
the Missouri Pacific Railway. 

While it is an established fact that whenever there 
are no through rates in effect, the lowest combination 
will apply when no routing is shown on bill of lading, in 
this case the fact must not be lost sight of that the Penn- 
sylvania Co. (or Star Union Line) followed the instruc- 
tions which the bill of lading carried and delivered the 
shipment to the M. P. Ry. at the only junction that was 
available in connection with their line. The Pennsylvania 
Railway cannot be held liable for misrouting the ship- 
ment. It would not be consistent, or based on precedent, 
for the Pennsylvania Co., having their own line into 
East St. Louis, -to divert the car to Chicago and split 
the revenue by giving some line out of Chicago a haul 
unless bill of lading specified such routing. 

The bill of lading did not accompany your letter. 


Intermediate and Through Rates. 


Q:—TCFB westbound tariff No. 1-N; page 183, item 
1030, carries rate of $1.25 per cwt. on farm wagons, with- 
out springs, to Los Angeles, from points in group A. 

Such a shipment moves from point taking group A 
rates to Downey, Cal., which point is published in TCFB 
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Circular No. 16-1 as taking intermediate commodity rate, 
which would be $1.56 per tariff item above mentioned. 

Carriers used the $1.25 California terminal plus local 
rate from Los Angeles, it being cheapest. It is my under- 
standing that a specific commodity rate in effect on in- 
terstate business must be used regardless of a lower 
combination of commodity and class rates, but I fear 
I am not “up to date.” Please explain the carriers’ 
authority for this procedure. If this application of rates 
is lawful why would it not be permissible to use a 
combination of class rate, first class, 75 cents New York 
to Chicago, Ill., plus commodity of $2.55, page 156, item 
572, tariff No. 1-N, making a through rate of $3.20 on 
HH Gds., L. C. L., from New York to Downey, Cal., in- 
stead of intermediate class rate of $3.70, per page 111, 
item 290? 

A.—Would refer you to provisions of Transcontinental 
Freight Bureau tariff 1-N. The application of this tariff 
under rules and regulations governing is very broad and 
specifically. states that whenever the sum of the inter- 
mediate rates make less than the publised through rates 


from point of origin to destination such intermediate 


rates may be used, subject to the limitation specified in 
item 24, supplement No. 2, tariff 1-N, I. C. C. No. 996, of 
R. H. Countiss, effective Nov. 15, 1914, under caption 
“Alternate application of combination rates.” This ap- 
plication covers the New York-Chicago case also. 


Rates on Virginia Peanuts. 

Q.—For several years we have been receiving a great 
many carloads of peanuts from Virginia. These peanuts 
were billed to us direct from point of origin to destina- 
tion and some time ago we learned that the commodity 
rate on which we had* paid the charges was over 1 cent 
per cwt. higher than the class rate in effect between 
the same points. What we want to know is, why can’t 
we have the class rate applied, and also why the com- 
modity rate is higher? 

A.—Whenever a commodity rate is established it 
removes the application of the class rate from the article 
in question from and to the point where the commodity 
rate is established, therefore the commodity rate is the 
only lawful rate that can be applied regardless of whether 
it is higher or lower than the class rate. In this case 
the commodity rate is higher on account of the railroads 
fostering the peanut industry in Virginia, they having 
spent a considerable amount of money in promoting this 
industry along their respective lines. Then, again, the 
revenue derived from a carload of peanuts from Virginia 
producing points to your city does not provide the car- 
riers other than: what seems a reasonable compensation 
for the haul involved, based on the rate per ton-mile. 

Beer Carriers, Empty. 

Q.—We wish to refer you to item 415 in freight tariff 
1-H of Western Trunk Lines, I. C. C. No. A-364, which 
item provides minimum weight of 20,000 pounds on beer 
packages, empty, returned in ordinary cars, and a mini- 
mum of 15,000 pounds on beer packages, empty, returned 
in refrigerator cars. 

When returning our empty beer packages shippers 
always order refrigerator cars from the carriers for the 
loading of such empty beer packages. In instances where 
a box car is furnished instead of a refrigerator notation . 
is placed on the bill of lading or waybill covering the 
shipment, by the agent of the carrier, “Refrigerator car 
ordered, box car furnished ‘at carrier’s convenience.” 

We also wish to refer you to rules 2700-C and 2710-H 
of supplement 49 to circular 1-J of Western Trunk Lines, 
I. C. C. No. 396. Under the provisions of these rules 
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would not the carriers be required to protect the re- 
frigerator car minimum on such shipments of empty beer 
packages returned that are loaded into box.cars furnished 
‘at their convenience when refrigerator cars are ordered 
for loading of such empty beer packages to be returned? 


A.—As per item 415 W. T. L. tariff 1-H, I. C. C. A-364, 
which item’ names rate and minimum weight on beer 
carriers returned in ordinary box cars and refrigerator 
cars, the former at 20,000 pounds minimum and the latter 
at 15,000 pounds minimum, it is our opinion that the car- 
rier wotild have to protect the 15,000-pound minimum on 
empty beer packages returned in ordinary cars, provided 
the shipper ordered a refrigerator car and so specified 
on his bill of lading, when making the return shipment. 
In rules 2700-C and 2710-H of supplement No. 49 to W. T. 
L: circular 1-J, I. C. C. 396, the provision is only made 
for certain specified lengths of cars and, inasmuch as 
the question of length does not enter into the transac- 
tion, we do not believe that the exceptions would have 
any bearing on this case. If the carrier has the ability 
‘to furnish ‘refrigerator cars, and is operating such cars 
on the line where shipper is. located, and for its own 
convenience places’ an ordinary box car, we believe you 
have the authority to ask protection of the 15,000-pound 
minimum, under the ruling laid down by the Interstate 
Commerce Commission in Bulletin No. 6. 


Rating on Complete Article. 


Q.—We recently: had an occasion to ship a gas gen- 
erator, together with severa] parts and pieces of cast- 
ings, which were not attached to the generator. When 


these articles were received at destination, while we had 
specified them separately on the bill of lading, they were 


all rated ‘at first class rate. We do not understand why 
the castings were not given the fourth class rate, as they 
were boxed separately. Will you kindly advise us if our 
contentions are correct? 


A.—By referring to rule 15 of the Western Classifi- 
cation, we find that parts or pieces constituting a com- 
plete article received as one shipment on one bill of 
lading will be charged at the rating provided for the 
complete article. Inasmuch as the castings were a part 
of the gas machine, they are subject to rating provided 
for the complete article. 


Routing of Shipments. 


Q.—Will you kindly advise us as to whether we may 
specify a certain route and junction point for our carload 
shipments to move? Some time ago we made a shipment 
from our city to a point in Illinois and wished to move 
this. shipment via a junction in connection with another 
line that we might stop car to finish loading. The agent 
in our city informed us that they had no divisions via 
that route, and, while the tariff did not show any rout- 
ing, he could not let the car move that way. As a con- 
sequence we were forced to pay a combination of local 
rates, which made it an expensive proposition. 


A.—If the tariff naming the rate on your shipment 
did not specify any certain routing, or refer to any pub- 
lication lawfully on file with the I. C. C. naming a routing 
between the points in question, you are entitled to route 
your shipment via a certain junction in connection with 
another line, providing traffic is interchanged between the 
lines at the junction point you specified. The question 
of divisions is a point to be disposed of between the 
respective carriers, and in which the shipper is not in- 
terested. 
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_ PERSONAL NOTES” * 


‘H. S. Buescher, Dallas, Tex., fhe new general claim 
agent of the Texas & Pacific Railway Co., whose appoint- 
ment became effective April 12, was born at Ft. Madison, 
Iowa, February 9, 1876. He attended the parochial schools 
in his native city ‘until his sixteenth year,’ when he en- 
tered the St. Francis Solanus College at Quincy, IIl., being 
graduated three years later. He then entered the employ 
of the First National Bank at Chicago a8 messenger, 
working up through the various departments to city book- 
keeper. He resigned after six years’ service to take up 
the study of law. After a three years’ course he was 
graduated from the law department of the Lake Forest 
University, and engaged) #mthe practice of law at Ft. Madi- 


+ 


H. S. BUESCHER. 


son, Iowa, where he remained two years. He then entered 
the claim department of the Missouri-Pacific Railway Co. 
and was placed in charge of the central division. of the 
St. Louis, Iron Mountain & Southern Railway Co. in Arkan- 
sas and Oklahoma, with headquarters at Little Rock, 
Ark. After two years he was placed in charge of the 
White River division of the St. Louis, Iron Mountain & 
Southern and the Joplin division of the Missouri-Pacific, 
with headquarters at Aurora, Mo. Two years later he 
was appointed claims attorney of the Mississippi Central 
Railroad Co., at Hattiesburg, Miss.,.and organized the 
claim department of that company. After two years’ 
service in that capacity he became trial attorney under 
Jeff Truly, the road’s general counsel. After .six years’ 
service with the Mississippi Central Railroad Co. he was 
appointed assistant attorney of the Missouri-Pacific Rail- 
way Co., at Kansas City, Mo., and became junior member 
of the firm of White, Lyons & Buescher. This firm repre- 
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sented a number of railr ymphich was the 
Texas & Pacific. Mr. Buescher was in charge of this com- 
pany’s business for his firm: A few months after’ Mr. 
Buescher’s entry into the firm of White, Lyons & Buescher, 
Mr. White, the senior member, was appointed general 
solicitor of the Missouri-Pacific Railway Co. at St. Louis, 
and the firm was enlarged by the entry of Thomas Hack- 
ney of Carthage, Mo., the firm name then being White, 
Hackney, Lyons & Buescher. When E. J. Pearson, vice- 
president of the Missouri-Pacific, was appointed first vice- 
president of the Texas & Pacific Railway Co., he invited 
Mr. Buescher to- become a member of: his official family. 
He was married Dec. 27, 1911, to Miss Euphanie Hibler of 
Sulphur Springs, Ark., and has a daughter, Euphanie 
third, seventeen months old. 

H. J. Griffing of Mobile, Ala., has been re-elected presi- 
dent of the American Association of Freight Agents. 

At the forty-fifth session of the executive board of 
the Southeastern Freight Association. at Hot Springs, Va., 
John M. Culp, vice-president. of the Southern Railway, 
was elected chairman of the board and E. H. Hinton of 
Atlanta was re-elected chairman of the association. 

The St. Louis Southwestern Railway Co. ‘announces 
that the position of. general solicitor, is abolished and E. A. 
Haid is appointed general attorney. 

The Union Pacific System announces the appointment 
of James L. Condon traveling freight and passenger agent, 
succeeding J. A. Hughston, retired under pension rules. 

The Texas & Pacific Railway Co. announces that H. R. 
Courtice is appointed traveling freight agent at Chicago, 
succeeding O. E. Duggan, appointed commercial agent, 
Birmingham, Ala.; V. B. Gilman is appointed soliciting 
freight agent at Chicago, succeeding Mr. Courtice; James 
Stuart is appointed soliciting freight agent at Dallas, Tex., 
succeéding Mr. Gilman. 

Adam Darling has been appointed claim agent of the 
Denver & Rio Grande R. R. and the Rio Grande Southern 
R. R., with headquarters at Denver, Colo., vice C. S. 
Mitchell, resigned. 

C. A. Hawkins has been appointed superintendent in 
charge of traffic and operation of the Nezperce & Idaho 
and Lewiston, Nezperce & Eastern railways, with head- 
quarters at Lewiston, Idaho, succeeding W. A. Pease, re- 
signed to engage in other business. 

The Pennsylvania Railroad Co. announces the follow- 
ing appointments: Wm. R. Flounders, Jr., has been ap- 
pointed freight solicitor’: at Baltimore, Md., vice Wm. I. 
Horsful, who died; John Yocum has been appointed freight 
solicitor at Buffalo, N. Y., vice Nathaniel F. Carter, pro- 
moted; Lester W. Fisher has been appointed freight 
solicitor at New York; vice Wm. R. Flounders, Jr., pro- 
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moted; Nathaniel F. Carter has been appointed, freigh, 
solicitor at Philadelphia, Pa., vice Lester W. Fisher, 
promoted; James G. Parnell has been appointed freight 
solicitor at Baltimore, Md., vice H. T, B. Runk, promoted; 
H. T. B. Runk has been appointed district freight solicitor, 
Pennsylvania System, Jacksonville, Fla., -vice .Wm. R. 
O’Hara, promoted; R. Alan Turner has been appointed 
freight solicitor at Harrisburg, Pa., vice Antony L. Geyelin, 
resigned; Wm. R. O’Hara has been appointed district 
freight solicitor, Pennsylvania System,--Ghairlotte, N, C., 
vice R. Alan Turner, promoted; J. Berkeley: Tilley has 
been appointed traveling freight solicitor, Pennsylvania 
System, Atlanta, Ga., vice James G. Parnell, promoted. 

At the monthly meeting of the Brooklyn Traffic Club, 
Friday evening, May 28, an address was made by Harris 
M. Crist, assistant managing editor of the Brooklyn Daily < 
Eagle, whose subject was “Washington Recollections by a 
Newspaper Man.” 


VALUATION CONFERENCE 


THE TRAFFIC SERVICE NEWS BURBAU, 
Colorado Building, Washington, D. @. 


Discussion was begun May 27 of some phases of the 
valuation work now being done by the Commission. It 
was at a conference called originally for March 22 and 
twice postponed, participated in by Director Prouty and 
the members of his legal and ‘engineering staffs, the. car- 
riers and the state commissions. Director Prouty, flanked 
on one’ side by Mr. Staples, prominent before he joined 
the valuation staff as a state commissioner and "presidént’ 
of the National Association of Commissioners, and by Chief’ 
Counsel Folk of the Commission, Counsel Farrell. of the 
Valuation Division and the five members of the engineering .. 
board, held the center of the stage in the small ballroom, ,. 
at the New Willard. at W 
battery of railroad lawyers, headed by George *Stuart 
Patterson and Pierce Butler. At a smaller table on Judge 
Prouty’s left sat Milo R. Maltbie of the New York up- 
state public utilities commission, as chairman of a. com. 
mittee composed of state commissioners, and three, ‘or, 
four valuation experts from the state organizations... Ten, 
questions were to be answered, but each’ was subdivided 
so that, in effect, there were fifty or sixty.. “They. were, 
as follows: 

1. In determining “cost of reproduction DEW, ‘to,what. 
extent should reference be, had to conditions as, they, 
existed at the time of the original ephstructign? avitenae4 

2. Should the road be reproduced in, . the, farr 
manner in which it was originally built? .,, 


iv sy 


:W. esmodT 


The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


oi Cai illnadd Sie A Cacaea 


We Build New Tank Cars 


Eastern Office: 
17 Battery Place 
New York 


Pacific Coast Office: 
24 California Street 
San Francisco 


Rebuild mo Tank Cars 


j ¢ 


Plants at 
"Warren, ‘Ohio © .East Chicago, Ind. 
- + Sand Sprinam: pains 
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3. What overhead charges should be allowed and 
in what amount? By overhead charges are meant 
items like engineering, contingencies, interest, taxes, 
etc. How shall the time necessary to reproduce the 
property be determined? 


4. Shall allowance be made for appreciation; and 
if so, as'to what parts of the property? Shall account 
be taken of solidification and adaptation; and, if so, 
shall this be by addition of a percentage to all grad- 
ing quantities? ~ 

What allowance, if any, shall be made for shrink 
or swell in determining quantities as shown by actual 
measurement in present embankment, and shall this 
allowance be made by reference to local conditions or 
by some uniform per cent? 

' 5. How shall depreciation be determined? 

6. How shall unit prices be determined? If for 
an average period, what shall that period be and 
shall it be the same for all railroads, no matter as 
of what date they are valued? 


What allowance shall be made for the cost of 
transportation of men and materials over the line of 
the carrier itself while under construction? 

7. How should the “present value” of lands used 
for transportation purposes be determined? 

Should the cost of acquiring the right of way at 
the present time be determined and stated as a part 
of the cost of reproduction new? 

The act calls for “the present cost of condemnation 
and damages in excess of present value of lands.” 
What is the meaning of this phrase and how shall the 
information called for he arrived at? 

What is meant by “each piece of property” as 
used in the paragraph of the Valuation Act designated 
“First?” 

What is meant by “terminals” as used in the para- 
graph designated “Second?” 

8. When are lands “owned or used” for common- 
carrier purposes? Should lands in any case be classified 
as held for common-carrier purposes unless they are 
actually so used? 

When are lands “dedicated” to the public use? 

9. When original cost cannot be shown from the 
books of the carrier, shall anestimate be made? 

10. Should the value of equipment be apportioned be- 
tween different states; and, if so, upon what basis shall 
the distribution be made? 

Shall the value of a great terminal—like, for instance, 
the Pennsylvania passenger station in the city of New 
York—be distributed; and, if so, upon what basis? 

Thomas W. Hulme, general secretary to the confer- 
ence of railroad presidents which has been guiding the 
work for the railroads, was in general charge, as a sort 
of general manager for the railroad side of the case, with 
Mr. Butler as his legal adviser, so to speak, while George 
Stuart Patterson was put forward as general counsel for 
all the railroads, not so much as to methods of valuation 
work, but to express the views of the carriers as to the 
duty the Commission has in carrying out the terms of the 
law. 

What shall be in the report, not how it shall be made, 
Mr. Patterson conceived to be the main question for him 
to answer. Broadly speaking, inasmuch as the valuations 
are to be prima facie evidence: of the “fair value” of the 
property devoted to the public service, Mr. Patterson said 
the reports must contain all material facts to enable the 
_ courts, when the validity of the work done by the Com- 
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mission may be questioned, to ask: ‘‘Are the conclusions 
of fact correct? Are the conclusions of law sound?” He 
said the recent decision of the Supreme Court in the Meek- 
er case on the question as to the use to which the report 
of the Commission, in reparation cases, is to be put, shows 
the value that is to be attached to the reports on valua- 
tion. When made, he said, they are to be conclusive ex- 
cept upon a showing by the railroad concern, that the 
Commission made vital errors, either of law or fact. 


“In other words,” said Judge Prouty, “you think the 
reports should be so tied together that there will be a 
record somewhere, in case our conclusions are challenged, 
where all the facts can be obtained for the examination of 
the courts?” To that Mr. Patterson assented. His desire 
was to make it clear that the valuation reports are to have 
weight as evidence, and are therefore to be much more 
important than the report the Commission makes in dis- 
posing of a complaint. Mr. Hulme, discussing the work 
that has already been done with regard to the New Orleans, 
Texas & Mexico, said that it was satisfactory, but assurance 
should be given that the underlying work shall be so se- 
curely attached to the final report that the connection can 
always be traced. 

Mr. Patterson said that the reports can be made to 
congress and to congress only, and, in accordance with the 
terms of the statute, only at the beginning of sessions. 

Mr. Maltbie said that, owing to the change in program, 
the state commissioners were not prepared to discuss ques- 
tions raised by Mr. Patterson. They reserved the right, 
however, to be heard later, and it was agreed by all that it 
was advisable to have briefs filed so as to give the Com- 
mission the benefit of views expressed in short form. 

Then taking up the regular program, E. Holbrook, spe- 
cial engineer for the Southern Pacific; W. L. Seddon, as- 
sistant to the president of the Seaboard Air Line; Charles 
Hansel, consulting valuation engineer for the Pennsylvania 
Railroad; W. E. Bailey, general counsel for the Southern 
Pacific; A. H. Plant, comptroller of the Southern; H. C. 
Phillips and W. G. Brantley, attorneys for he Southern 
group of roads, and C. S. Churchill, assistant to the presi- 
dent of the Norfolk & Western, chairman of the Southern 
group, discussed the questions raised by the circular. 

At times the exchanges between the railroad men and 
Mr. Maltbie, spokesman for the state commissions, pro- 
voked roars of laughter from the audience of 300, com- 
rosed of accounting officers, employes and engineers of rail- 
roads and state commissions. 

For instance, Mr. Holbrook said that a house wrecked 
fifty years ago to make room for a railroad should be con- 
sidered in getting the cost of “reproduction new.” Mr. 
Maltbie said “no.” Then Mr. Maltbie said that a forest 
removed fifty years ago should be considered. 

“What’s the difference between a house wrecked fifty 
years ago and a forest removed fifty years ago?” asked Mr. 
Prouty. Mr. Maltbie said the difference of opinion arose 
entirely from a disagreement as to what conditions should 
be considered in getting at “reproduction new.” He said 
the state commissioners think only present conditions 
should be considered, while the railroad people want both 
to be considered. 

Mr. Maltbie said the state commissioners thought the 
present conditions should be considered and the reproduction 
should be in manner and form of the past, only if the man- 
ner and form of the older day would be considered good 
practice now. Otherwise the reproduction new should be 
as of to-day. 
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THE CIGARETTE COMPLAINT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. CO. 


The complaint of the Liggett & Meyers Tobacco Co., 
made public by the Commission May 20, is a book of 72 
pages of printed matter, 46 of which consist of the 
names of the railroads made parties to the complaint, 
set in single space. The body of the complaint is in 
large type, with liberal spacing, so that, in a physical 
sense, the complaint is largely names. Beginning with 
Aberdeen & Rockfish and ending Zwolle & Eastern, it 
contains the names of railroads of which the average 
railroad man has no knowledge. 

The Zwolle & Eastern is fairly well known, because 
it has figured in the tap-line cases. At one time, in the 
estimation of the Commission, it was no railroad at all. 
Those accustomed to thinking of a railroad as something 
resembling the Pennsylvania between Philadelphia and 
New York or the Illinois Central between Chicago and 


the Ohio River would have trouble in thinking of that- 


collection of ties and rails in the woods of north central 
Louisiana as a railroad, but the courts have held that 
it and those like it are not only railroads in fact, but 
common carriers in law, with just as many rights as 
the proudest four-track institution in the world. The 
Aberdeen & Rockfish is also well known—because it di- 
vides honors with the Abilene & Northern and Abilene 
& Southern in being named first in complaints covering 
large sections. But there are dozens of railroads in the 
list which are known only because their names appear 
in the guides. 

The most amusing fact, probably, in connection with 
the names to be found in the cigarette complaint is that 
the Muncie & Western is made a defendant, although 
that road is under all the condemnation the Commission 
can pile on it. Inasmuch as having a complaint docketed 
is not a matter of right, but a privilege, conferred by 
the Commission, the inclusion of the Muncie & Western, 


thereby. compelling it at least to write a letter, as a 


common carrier, defending itself against charges, even 
if true as to the Muncie & Western, would be no concern 
to the Commission, if, under its ruling, the Muncie & 
Western is not a common carrier. 


INCREASE FROM 5 PER CENT ADVANCE 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 


As indicative of the increases that may be expected 
to accrue to carriers in Official Classification territory as 
a result of the five per cent advance, the figures for 
the Lehigh Valley, for April, are believed to be of par- 
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ticular interest. They have just been received at the 
Interstate Commerce Commission. 

The gross. revenues for the month show an increase 
over 1914 from $3,522,806 to $3,782,270 and for the ten 
months of the current fiscal year from $34,599,318 to 
$35,045,844. An analysis of these figures shows that the 
increase is due entirely to the increases of freight reve- 
nue. The revenue derived from freight increased from 
$2,955,129 to $3,278,618 and for the ten months from $28,- 
629,063 to $29,605,636. The entire increase has taken 
place in April. The passenger returns are keeping pace 
with the general decrease all over the country. Those 
for April show $280,235, as compared with $370,754 in 
April of 1914. For the ten months there is a decrease 
from $3,976,859 to $3,350,012. 

The net operating income (not net operating revenue) 
shows an increase for the month $940,339 to $1,250,470: 
and for the ten months from $8,007,405 in 1914 to $8,679,-- 


362 for the last ten months. onset’ 


——— rey 
AMENDMENT TO CURRAN’S BOOK. M, 
A sixteen-page amendment to “Freight Rates— 
Studies in Rate Construction,’ by John P. Curran, of 
the Central Freight Association, has been published, 
which brings the book up to date. The amendment 
carries the changes in the Official Classification Terri- 
tory rates brought about by the “Elgin,” “Springfield,” 
“Mississippi River” and “Five Per. Cent” cases. The 
book now carries both ‘the old and new bases. The 
amendment is furnished free to all purchasers of the 
book, past and future. : 


COMPLIMENTS FOR McCHORD 


The following resolution was adopted by the Order of 
Railroad Telegraphers, at its tenth biennial and twentieth 
regular session of the Grand Division, St. Louis, Mo., May 
10 to 23. 

“Whereas, The Order of Railroad Telegraphers in con- 
vention assembled notes with great satisfaction that the 
Honorable Charles C. McChord has been recently elevated 
to the position of chairman of the Interstate Commerce 
Commission, the most popular and deservedly honored 
Commission in this country; and f 

“Whereas, His services in reorganizing the Division of 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 


CAR S 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
TERMS REASONABLE 


KEITH CAR COMPANY 


Peoples Gas Building 


CHICAGO, ILL. 
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Safety and bringing about a more complete observance of 
the Hours of Service Law, thus aiding in the conservation 
of life and property, are fully recognized and admired by 
this body; therefore be it 

“Resolved, That the Order of Railroad Telegraphers 
tenders to him its sincere felicitations and expresses its 
wish that he may continue in the public service until he 
has completely worked out his ideals, which meet with the 
approbation of all the members of this organization.” 


OFFICIAL CLASSIFICATION RATINGS. 
The Commission has granted the request of the ship- 
pers who have protested against advances proposed in 
changes of classification ratings in Official Classification 
territory, suspended by I. & S. No. 604, for a later day for 
the adjourned hearing. Attorney-Examiner Pugh, acting on 
instructions from the Commission, adjourned the hearings 
to June 1. The beer and grain interests asked for post- 
ponement to June 28. That has been complied with. 


CIVIL SERVICE EXAMINATION. 

The Civil Service Commission will hold an exami- 
nation June 23, for men only, to enable it to make up 
a list of eligibles to serve as passenger rate clerk in 
the army quaftermaster’s office at St. Louis. Only men 
who have had experience in the general passenger 
offices or ticket-auditing offices will be examined. Ap- 
plicants must know about tariffs, divisions and cus- 
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toms with regard to settlements ‘for ‘service rendered 
for the United States over land-grant, bond-aided, free 
and indebted carriers, and all for $1,200 a year. The 
employment is on account of troops on the Mexican 
border, and therefore it may be only temporary. The 
hope, however, is held out that if the employment is 
only temporary the appointee may be transferred to 
some other branch of the service. Information as to the 
places where the examination may be taken is to be 
had from the Civil Service Commission. 


PACIFIC CAR DEMURRAGE. 

The April report of the Pacific Car Demurrage 
Bureau shows 2,402 cars held overtime, or a per cent 
of 01.81 of the 132,836 cars reported. For April, 1914, 
there were 2,475 cars held overtime, or a per cent of 
01.85 of the 133,649 cars reported. 


PACIFIC NORTHWEST DEMURRAGE. 
The statement for April of the Pacific Northwest De- 


“murrage Bureau shows 6,551 cars held overtime out of 


83,731 reported. 
—=— 
CHANGE IN DOCKET. 

The hearing on I. and S. Docket No. 620, classifica- 
tion of cotton warp and beams, assigned for May 21, at 
Washington, D. C., before Examiner Pugh, was postponed 
to a date to be hereafter fixed. 





Directory of Transfer Agents, Freight Forwarders, Warehousemen, Gustom House Brokers , Ete. 


1, ! 


BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 


Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPECIALTY. 
° DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - - NEBRASKA. 








Fort Worth Warehouse & Transfer Co., Inc. 
_ FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Paid. 
‘ABSOLUTELY FIREPROOF WAREHOUSBD 


Merchandise Distribution a Specialty. Correspondence 
, Solicited. 





Western Transfer and Storage Co. 


516 to.522 San Francisco St. 
EL PASO, TEXAS. 


FORWARDERS AND DISTRIBUTORS. 
DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 





EDGAR’S SUGAR HOUSE, Inc. 


520-582 LAFAYETTH BLVD. 
DETROIT, MICH. 
Eight fireproof warehouses on tracks of principal rail- 
roads. The orly two’ fireproof warehouses on the river 


front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this. 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of materiai 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty. etc. 

G. W. SHELDON @ CO., Chicago, New York, London, 
Liverpool. Paris. Havre. Boulogne-Sur-Mer. 























Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GBNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPECIALTY. 
WD STORE, PACK AND SHIP HOUSEHOLD GOODS. 





ST. JOSEPH TRANSFER CO. 
« PONY EXPRESS” 
ST. JOSEPH - - : MO. 


MERCHANDISHD STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 





CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 

INSURANCE TWENTY CENTS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 
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- Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 
om Security Warehouse Company 
“a Buffalo Storage & Carting Co 
. MINNEAPOLIS, MINN. : 9 g r 
e ; § : BUFFALO, N, Y. 
is Northwestern Distributors for nearly all Nationally 
to Advertised Commodities—Twenty Car Trackage 350-356 Seneca St. ‘Unsurpassed facilities” for stor- 
i, Space. ing, handling, transferring and forwarding goods. Tele- 
: ‘i . 7 . phone No. 633. 
be Motor Truck delivery in Minneapolis-and St. Paul 
Judson Freight Forwarding Co., Inc. Louisville Public Warehouse Co., Inc. 
CHICAGO . 433 Marquette Bullding 
ge ST. LOUIS 1501 Wright Building LOUISE, SY. 
nt Carload distribution to all railroads at Chicago and St. Import and export freight contractors, transfer and 
Louis without teams; L. C. L. shipments of machine . 
14, forwarded at reduced rates to all principal Western ae reshipping agents, custom house brokers. Bonded and 
of Pacific Coast points. free warehouses. 
in ae! SOUTHWEST WAREHOUSE ‘COMPANY 
e Largest Modern arehouse West of the Mississippi. 
Terminab Transfer & Storage Company, Cc. 7 ee eee and Distribution. ” 
; erminal trackage, w capacity of 22 cars. Our own 
° 1U. $ Bonded Transfer Mobile, Alabama teams and’ automobiles for city deliveries. 185 National 
of ° war one wane or ra caoants the Southwest. 
Forwarding Agents and Distributors of Carload freight. YOUR RIBUTION PROBLEMS 
IN THE SOUTHWEST. 
Modern Storage Warehouses with track connections. KANSAS CITY. 
a- . ee 
a FORT WAYNE, INDIANA, Central Warehouse Co. 
9 
ed WAREHOUSES Storage—Forwarding 
eae Connection with all railroads entering the 
_ Grand and Harrison Streets Twin Cities. 





‘Minnesota Transfer, Minn. 


Jones & Company, Inc. 


NORFOLK, VA. 


Francis and Hayden Streets 





D. A. MORR TRANSFER AND STORAGE C6. 


KANSAS CITY, MO. 
2114-2126 Centra! Street 
ANSFER, MERCHANDISE STORAGE, FORWARD- 
RANG DISTRIBUTION AND CITY DELIVERIES. 


Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 




























Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


BARNESON-HIBBERD’ WAREHOUSE CO. 
SAN FRANCISCO, CAL, 
Main Office, 310 Sansome St. Telephone, Sutter 946. 
p a Basin Warehouse and Wharves, foot of Fourth 
with spur track. General Storage. Grain and Beans 
Scuece: polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 







The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING. 

























entering San Francisco. China Basin -Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 













Established 1890. From long and practical experience 
we know your needs. Write for information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 


NEW YORK, N. Y. 
“HB SERVES BEST WHO SERVES WELL” 


Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH.ST., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRES FLOOR SPACE 
INSURANCE RATE 20 CENT 
TRACKAGE SPACE. 10 CARS. GHNIDRAL THAMING 
AND AUTO SERVICE. 















Savannah Bonded Warehouse & Transfer Co. 


AVANNAH, GEORGIA 
312-314. a6 Williamson St. P. O. Box 985 


GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
ING—FORWARDING—PROMPT AND EFFICIENT 
SERVICE Setar nate NAL FACILITIES— 

USTOM HOUSB BROKERS 
Track ecnubeuiand with all Railroads and Steamship Docks 












Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





















STORAGE IN CANADA!. 


Hamilton Fireproof Warehouse 


Merchandise Free and in Bond. Separate Rooms for. 
Furniture. OUR OWN CARTAGE. Carloads distributed. 
Customs Brokers and Forwarders. 


THOS, MYLES*-SONS, Ltd., HAMILTON, ONT. — 


CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Buliding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 











As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 










The June 15th Number of 
Federal Trade Reporter 


Will Contain a Full Report 
of the Boston and the New York Hearings 












of the 


Federal Trade Commission 


As These Will Be the First of This 
New Commission’s Formal Hearings 
and as Matters of Vast Importance 
to American Business Men Will Be 
Gone Into, That Number Would Be q 
An Unusually Good One With Which ) 
to Start Your Subscription. | 





418 South Market Street 
CHICAGO, ILL. 


Ask about the Special Service performed for 
Corporations subject to the Federal Trade 
Commission act. 





